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640.01 Introduction and Background

The Rhode Idand State Airport System Plan (ASP) isa Srategic plan for the six state-owned
commercial and genera aviation airports looking forward to the year 2021. ThisPlan identifies
actions needed to ensure that Rhode |dland maintains an airport system that is capable of meeting
the state’ s long-term transportation and economic needs.

Rhode Idand’ s airport system consists of the following airports:

T.F. Green Airport in Warwick

North Central Airport in Smithfield

Quonset Airport in North Kingstown

Robert F. Wood Airpark in Middletown (also referred to as Newport Airport)
Westerly Airport in Westerly

Block Island Airport in New Shoreham

The previous State Airport System Plan was devel oped in 1984 by the Rhode Island Statewide
Planning Program and last amended in 1992 to accommodate the terminal expansion at T.F. Green
Airport. Aswe have surpassed the planning horizon of the 1984 Plan and because of the dramatic
changes in the aviation industry and state environment, it was determined that this current State
Airport System Plan would essentially have to be an entirely new plan rather than an update of the
1984 Plan.

This chapter discusses the planning context, describes the purpose of an airport system plan,
describes the planning hierarchy, and then discusses the planning process used in the development
of this plan.

01-01 Planning Context

Aviation Industry

Since the time of the last update, the commercia airlines and general aviation have undergone
dramatic changes, including therise of regiona air carriers, fractional ownership operators and
emergence of successful low-cost carriers, aswell asthe reemergence of small general aviation.
On the other hand, thetraditional “hub and spoke’ routing system has declined in favor of more
direct flights. On aregional level, T.F. Green Airport, like Manchester-Boston Regional Airport,
has assumed a new role in New England because of its proximity to Boston Logan International
Airport.

In 1992, the responsibility for operating, maintaining and devel oping the state-owned airports was
transferred from the Rhode I and Department of Transportation to the newly created Rhode
Island Airport Corporation (RIAC). RIAC has since overseen an explosion of growth at the
state’ s only primary commercia air service airport. In order to better focus on T.F. Green, the
management of the five other state airports was contracted to Landmark Aviation (formerly
Hawthorne Piedmont).

The September 11, 2001 attacks have had profound and lasting impacts on the aviation industry.
In order to ensure the security of the traveling public and more effectively screen passengers and
baggage, the Transportation Security Administration was created as a new agency within the U.S.
Department of Transportation and ultimately became part of the new Department of Homeland
Security. Airlines suffered huge losses as aresult of terrorism, leading to afederal aid package
that provided for continuing air service, but for anumber of reasons the financial stability of
severa large carriersremains uncertain.
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In the legislative arena, there have been two noteworthy events: 1) At RIAC srequest, the
General Assembly enacted airport zoning requirements. Specifically, Title 1 Aeronautics of the
Rhode Island Genera Laws, Chapter 1-3 Airport Zoning mandates that RIAC formulate airport
approach plansfor each state airport and also requires that municipalities establish airport hazard
areas under their police powers. 2) Also at RIAC' srequest, the General Assembly repealed the
salestax on aircraft and aviation in 2005. Whilethisis anticipated to have a positive effect on
general aviation, thereisnot yet enough data to quantify the impacts.

State Planning Environment

The planning environment in the state has also changed quite dramatically since 1984. The
Comprehensive Planning and Land Use Regulation Act, passed in 1988, mandates that all 39 cities
and towns prepare community comprehensive plans to be submitted to the State for approval. The
review process set up by the Act provided for state agency review aswell asa provision that state
agencies would be bound by the goals and palicies of the plan following state approval. Thisis
further explained later in this chapter in the section on the State Guide Plan.

Since 1984, eighteen State Guide Plan elements have been adopted by the State Planning Council,
and seven elementshave been updated. There aretwo e ements that are particularly relevant to
the ASP: 1) Land Use 2025 (2006) identifies an Urban Services Boundary that will focus growth
in areas served by public water and/or sewer. All of the airports, including Block Island, lie
within the Urban Service Area. 2) Transportation 2025 (2004) focuses on meansto reduce
congestion and enhance mohility, especially through better public transportation and improved
intermodal connections. One major project in support of thisgoal isan intermodal station at T.F.
Green Airport that will have commuter rail service to Providence and Boston, aswell as house all
of the car rental companies. A moving sidewalk will provide direct access from the station to the
terminal. A groundbreaking ceremony for the station was held in 2006. The State Guide Planis
discussed in more detail later in this chapter.

01-02 Purpose of the Plan

The ultimate result of the planning process should be the establishment of a viable, balanced, and
integrated system of airports with roles of individual airports clearly defined and developed in
consideration of other state goals and policies. This plan servestwo primary purposes: 1) in the
aviation community as used by airport operators and federal funding agencies, and 2) as an
element of the State Guide Plan. Both are discussed below:

Aviation

The ASP definestheroles of Rhode Idand' s six airports with respect to other airports both within
and outside the State. It serves as a foundation for airport master plans and for a continuous
airport planning process. The plan documents the public use airports and outlines improvements
that are necessary for the airport to function successfully in its designated role and to meet the
current and future air transportation needs of state. It is also used to study and monitor the
performance of the entire aviation system so asto understand the interrelationship of the member
airports. It provides guidance to the capital budgeting process on how to maximize the system
benefits of aviation investment and how to align federa priorities with state and local objectives.

While the future development requirements can be broadly defined by this airport system plan, it
can not answer such guestions as. Where should new buildings be located? Where should aircraft
parking be expanded? Isarunway extension feasible? What are the engineering reguirements or
environmental impacts of specific projects? A separate airport master planning process exists to
answer these questions. That process is described later in this chapter.

An obvious purpose of any plan isto revisit old assumptions and policies. The 1984 Airport
System Plan, as amatter of state policy, designated T.F. Green asa “medium haul” airport serving
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destinations within 1500 miles. This System Plan update suggests that flexibility to serve an
expanded service area and new markets should be explored.

State Guide Plan

In Rhode Idand, the State Airport System Plan is also an eement of the State Guide Plan. Our
state benefits from atradition of statewide planning, made possible in part because of our small
size. In 1964 the Statewide Planning Program was established. It ischarged with preparing and
maintaining the State Guide Plan, currently consisting of 28 themed elements, and centralizing and
integrating long-range goals, policies and planswith short-term projects and plans. There are
several other transportation € ementsthat address other modes including surface transportation
(highway, bicycle, and transit), freight rail, and waterborne passengers.

The State Guide Plan promotes planning coordination in several ways, being used as both a
resource and review mechanism for projects and implementation measures, such as:

Review of local comprehensive plans (see section below)

Proposals requesting federal funds

Applications for U.S. Army Corps of Engineers permits

Environmental Impact Statements

R.I. Economic Devel opment Corporation projects

Projects being reviewed by the Energy Facility Siting Board

Applicationsfor various loans, grants, or other federal or state financing.

Rules and regulations promul gated by state agencies

Property leases and conveyances proposed before the State Properties Committee

One of the most important functions of the State Guide Plan is in the review of local
comprehensive plans. Under the Rhode Island Comprehensive Planning and Land Use Regulation
Act (1988), Rhode Island cities and towns must have a locally adopted Community
Comprehensive Plan that must be updated at least once every five years. The review process
includes state agency goals and policies, and in the same way that local plans and projects must be
consistent with the State Guide Plan, state projects and programs must aso be consistent with
loca comprehensive plans after the plan is certified by the state. This is a key provision
considering the sometimes unavoidable tension that can be caused by state activities within
municipalities, such as airports, landfills, correctional facilities, and other uses. The Airport
System Plan is a single element of the State Guide Plan. The goals and policies of one element
can not be pursued to the exclusion of other applicable elements. The State Guide Plan, in its
entirely, must be used to ensure a balanced review of projects, plans, and proposals.

While the Act is a framework for planning coordination, nearly all land use decision-making
remains at the local level. With the exception of federa and state-owned property, and
environmental protection regulations, all decisions about which land usesto permit are made at the
municipal level. Adopted loca plans set the basis for the exercise of key local implementing
powers for land use in the form of zoning (which must be consistent with the adopted
comprehensive plan) and development review ordinances. Land use regulations go far beyond the
listing of uses to which land can be put within certain zones. They define the shape and scale of
building envelopes, site design, industrial performance standards, and public improvement
standards for new devel opment.

01-03 Planning Process

Planning Hierarchy

Aviation planning occurs at many levels from the nationa level to individual airport master plans.
It isimportant to note, that an “aviation system” can be defined by any number of factors. While
the most common factor in defining a system isthe state in which the airports are located, aviation
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systems can also be defined on anational, regional, metropolitan, or operational basis. The FAA
provides planning guidance in Advisory Circular 150/5070-7 “ The Airport Planning System
Process’ (2004). This section describes the planning hierarchy in general followed by the
planning process used in the RIASP.

Federal law 49 USC 47102(8) defines “integrated airport system planning” as “developing for
planning purposes, information, and guidance to decide the extent, kind, location, and timing of
airport devel opment needed in a specific areato establish aviable, balanced, and integrated system
of public-use airports.”

The FAA Advisory Circular (AC) 150-5070-7 The Airport System Planning Process states. “The
primary purpose of airport system planning isto study the performance and interaction of an entire
aviation system to understand the interrel ationship of the member airports. The system evaluated
in the plan can be the airports of a metropolitan area, a state, or several bordering states. The effort
involves examining the interaction of the airports with the aviation user reguirements, economy,
popul ation, and surface transportation of a specific geographic area. The system of airports may
include all airports, heliports, spaceports (operationsinvolving horizontaly-launched reusable
vehicles), and seaplane bases in the study areathat contribute to the national transportation system,
as well asthose that serve state and local aviation needs.”

“Theairport system planning process is an examination of system dynamics that leads to the
effective use of federal, state, metropolitan, and local aviation resources in developing an efficient
network of airports for current and projected needs. The product of the process is a cost-effective
plan of action to develop airports consistent with established goals and objectives. The process
also resultsin the establishment of perspectives on aviation priorities, such asairport roles,
funding, policy strategies, and system trends in activity level. The process ensures that aviation
plansremain responsive to the overall air transportation needs of the state or metropolitan area,
while identifying the roles and characteristics of existing and recommended new airports, and
describing the overall development reguired at each, including timeframes and estimated project
costs. More detailed design, and capital and environmental planning are accomplished under an
individual airport’s master plan.”

“Theairport system planning process should be consistent with state or regiona goals for
transportation, land use, and the environment. Overall, the planning process includes the e ements
listed below. It isadynamic process, which involves feedback from stakeholders throughout the
effort. Theairport system planning process can include any of the following major elements: (a)
Exploration of Aviation Issuesin the Study, (b) Area Consideration of Alternative Airport
Systems (c) Identification of Air Transportation needs (d) Inventory of Current System, (€)
Definition of Airport Roles and Palicy Strategies, (f) Forecas of System Demand, (q)
Recommendation of System Changes, (h) Funding Strategies and Airport Development, (i)
Preparation of an Implementation Plan and (j) Exploration Plan.”

The nationa guidance also states. “ The FAA's National Plan of Integrated Airport Systems
(NPIAS) supports the FAA's strategic goals for safety, system efficiency, and environmentd
compatihility. The NPIAS identifies specific airport improvements that will contribute to the
achievement of those goals. M etropolitan, state, and multi-state aviation system planning fits
between the FAA’ snational planning effort, as documented in the NPIAS, and the more
comprehensive master plans prepared for individud airports. It feeds information “up” to be
consolidated into the NPIAS and “down” to provide goals and devel opment recommendations for
individual airports. The airport system planning process also clarifies Federal, state, and local
sponsor objectives, and helps make devel opment of airports part of aregional transportation

system.”

National Plan of Integrated Airport Systems (NPIAS)
The NPIAS is developed and maintained by the Federal Aviation Adminigtration (FAA) and has
been an active component of airport development since 1971 when the Planning Grant Program
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was created. The primary inputsfor the NPIAS are state level system plansand airport level
master plans. An airport must be listed in the NPIAS to be éligible for federal funding. The
NPIASisregularly and continuously updated. Thesix airports that are the subject of this plan are
all contained in the NPIAS as contributors to the national system.

New England Regional Airport System Plan (NERASP)

In the early 1990’ s Boston L ogan was one the nation’ s major airports contributing significant air
traffic delays to the airspace system. A study was conducted to investigate a second major airport
for the Boston area. That evaluation funded jointly by the Massachusetts Aeronautics
Commission, Massport and FAA of 163 potentia locations in Massachusetts made it abundantly
clear that such an ideawas not feasible. 1f not anew airport, how would the growing demand for
ar travel in New England be accommodated? A subsequent analysis, entitled, A Srategic
Assessment Report, funded by the same parties highlighted that the best course of action wasto
make more effective use of our existing regional airports.

On the basis of those initial studies and the growing impact of Boston Logan on the entire New
England regional airport system a unique coalition was formed. Uniquein the sense that such a
partnership in system planning was unheard of or untried in the airport industry. That coalition
included the FAA New England Region, the six state aviation directors and the directors of the
eleven primary airports.

In 1995 the first phase of what was to become known as the New England Regional Airport
System Plan (NERASP) was completed. This result of thisinitial effort was an understanding of
the travel profile of the New England air passenger and the impact of Boston Logan Internationa
Airport on theregion asawhole. In essence, their propensity was to utilize Boston Logan in lieu
of theairport closer to their residence, whether it was Providence, Manchester, Worcester, or even
some as far as Portland or Burlington. The “leakage rate” ranged from as 25% - 50%. That same
study showed that 77% of the people in New Haven preferred to originate their trips at New Y ork
airportsin lieu of Tweed New Haven Airport.

In 2000 the same coalition began an update of the earlier NERASP. With new and more current
data, aswell astheimpact of the growth that occurred at PVD and MHT in the late 1990’s, the
focus was to devel op forecast models that better predicted the New England traveler. In addition,
because of the impacts of September 11, new security requirements, and the dynamic changesin
the airline financial Situation, it was important to understand these changes on our regiond system.
Based on the new information and new forecasts devel oped this study, unliketheinitia effort set
out to describe, in broad terms, the requirements, deficiencies and future direction of the leven
primary airports. The current New England Regiona Airport System Plan® was issued in the fall
of 2006.

This study discovered some very interesting answersto the central question: “Will this (system) be
enough to provide for the needs of the next generation of air passengers?’
“ The region has an unusually high reliance on air transportation
“ The system does have the ability to meet passenger demand through 2020.”
“ But to do so reguires continued efforts to enhance the performance of each airport in
the system.”
“Thisis essential to achieve the level of efficiency and resiliency the system must have for
aregion so dependent on the services of a congantly evolving airline industry.”

3 2

1 The full report will be incorporated by reference in Element 640 of State Guide Plan. A copy of the report has also been provided to
Statewide Planning Program Office.
2 The region generates 2.5 air passenger trips per year per capita, almost 80% higher than the national rate of 1.4
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This plan identifies both Manchester and T.F. Green as having important and substantial rolesin
the six-state region.

State System Planning

Notwithgtanding the NPIAS and NERASP, system planning typically occurs at the state level,
although it could certainly be effective at the metropolitan scale aswell. The FAA through
Federal Aviation Regulation 49 USC 47102 (8) defines “Integrated Airport System Planning” as
“deve oping for planning purposes, information and guidance to decide the extent, kind, location
and timing of airport development needed in a specific areato establish aviable, balanced and
integrated system of public use airports.” The system of airports may include all airports,
heliports, and seaplane bases that contribute to the transportation system. A gate system may
include hundreds of airports, but in Rhode Island there are only six. The previous State Airport
System Plan was adopted in 1984. Prior to that, a system planning effort was undertaken in 1974.

An aviation system plan isfundamentally a strategic plan for the purposes of implementing a*“top-
down” planning approach. It examines the airport system as awhole and how its parts, the
individual airports, interact with each other. Itisahigh-level, macro analysisthat provides a
means of checks and balances for local airports asthey proceed with their individual development
plans. Theend goal of the system plan isto help ensure that airports are developed appropriately
so as maximize their utilization and, as aresult, the overall efficiency of the aviation system. A
system plan will typically provide some guidance to a master plan, based on itsrole, asto what
types of facilities should or should not be devel oped at a particular airport so asto maximize the
benefit of the facility development, and hence the overall efficiency of the aviation system.

Airport Master Plan

An airport master plan, on the other hand, isalocal, “bottom up” planning approach that focuses
on atactical development plan for a specific airport. It examinesin greater detail the forecasts and
projections, how those trand ate into specific facility devel opment requirements, and how those
devel opment needs would be designed and funded. Environmentd studies may follow or run
concurrently with amaster plan. A master planning process that indicates adesired change in the
airport’srole, asindicated in the system plan, should lead to are-examination of the system plan,
either through an update or consideration of an amendment thereto. An Airport Layout Plan
(ALP) isusually theresult of the master plan, and isthe document that is ultimately approved and
signed by the FAA. It identifies airfield and other improvements deemed necessary through the
planning process.

With that end in mind, RIAC has been systematically preparing new airport master plans and
Airport Layout Plans for each of the airports in the system. The following describes the status of

that process.
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Airport AMP? Current FAA Status of Planning
Approved ALP

Newport State In Progress’ | June 27, 1966 RIAC received an FAA Grant in July 2006 to

(UUU) develop anew AMP. The planning process
darted in September 2006. The estimated
completion date is February 2008.

T.F. Green In Progress’ | Jan 25, 2000 The draft AMP is pending completion of the

(PVvD) ElS and FAA Record of Decision. Estimated
completion dateisin late 2008.

Westerly State Completed April 17, 1996 The ALPisover 10-years old and an update

(WST) of the AMP will be a consideration in
deveoping anew Capital Improvement Plan
(CIP).

North Centra Completed November 9, The ALPisover 5-years old and an update of

(SF2) 2001 the AMP will be a consideration in
deveoping anew CIP.

Block Island Completed March 22, 2006 | The next update will be considered in 2011.

State (BID)

Quonset State Completed June 22, 2006 The next update will be considered in 2011.

(OQU)

01-04 RIASP Planning Process

In anideal world, planning would occur sequentially within the hierarchy, i.e., the New England
Regiona Airport System Plan would be followed by the State Airport System Plan, which would
be followed by individual airport master plans. In reality, however, thisisrarely possible, and
planning processes overlap and do not necessarily occur in the desired sequence. Such isthe case
with the ASP. Nearly smultaneoudy, the New England Plan, RIAC's System Plan for the five
genera aviation airports, and master planning for T.F. Green were ongoing. All were impacted by
the September 11 terrorist attacks and restarted after the longer term impacts became more
apparent. The ASP draws primarily from two planning efforts which are further described below:

2004 General Aviation System Plan

Ongoing EIS and Master Plan for T.F. Green

Planning Process of the 2004 General Aviation System Plan

The system of five genera aviation airportsin the State of Rhode Idand includes the following
airports: North Centra, Quonset, Newport, Westerly, and Block Island. The airports were
examined in the context of aviation service requirements, economy, population, and surface
transportation requirements. The plan was prepared by Edwards and Kelcey through an Airport
Improvement Program (AIP) grant from the FAA. The plan contains some information on genera
aviation activity that occurs at T.F. Green, but not the commercia activity. Thereport hasthe

following sections:

Identification of planning factors:

Preparation of a complete inventory of current system physical assets;
Preparation of forecasts of system demand;

% Copies of the full Airport Master Plan Report and approved Airport Layout Plan are on fileat RIAC.
* The Statewide Planning Program staff has representation on the Newport AMP Advisory Committee.
® The Statewide Planning Program staff has representation on the T.F. Green AMP and EIS Advisory Committee.
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Exploration of issues that impact aviation in the study areg;

Definition of airport roles;

Performance assessment of each airport asit relatesto the system, based on the planning factors;
Recommendations for system changes and airport development; and

Devel opment of goals and palicies, aso based on planning factors.

The fundamental approach of this study was to capture strategic data that would enable RIAC to
make informed decisionsrelated to the planning and development of the airportsit manages. A
long-term vision for the Rhode Island Airport System was established, aswell asthe goal s that
would ultimately direct the airport system toward its established vision.

Because it was anticipated that communitiesthat host these airports would be very sensitive to the
progress of this plan, an appropriate public coordination effort was undertaken that included the
establishment of Local Advisory Groups (LAG) for each of the five genera aviation airports, as
well asa series of public information meetings. The LAG's consisted of staff from RIAC,
Landmark Aviation (formerly Hawthorne), Statewide Planning, local planners, airport users, pilots
associations, airport neighbors, Nature Conservancy, Land Trugt, police, local elected officials,
chambers of commerce, and the National Guard. LAG’ s were involved throughout the process and
met several times.  Theinput provided by the LAG’s on the need for certain improvements,
facilities, and services was used in the General Aviation System Plan and is being carried forward
in the State Airport System Plan.

RIAC' s system plan for the five general aviation airports was essentially completed in 2004, but
not submitted for state review because, at that time, it did not include T.F. Green.

Planning Processfor T.F. Green

Master Planning for T.F. Green began in 1999. The plan isnot yet compl ete pending the outcome
of an Environmenta Impact Statement (EIS); following the issuance of a Record of Decision
(ROD) the ALP and implementation plan will befinalized. During 2005 and 2006 significant
environmental work for extensive airport and airfield improvements, including the extension of
the main runway, has been done. As of thiswriting, the Purpose and Need Statement (including
forecasts), the Affected Environment, and identification of alternatives has been completed.
Alternatives deemed not feasible, such asrelocating the airport, have been diminated from the
analysis. The quantification of impacts of the five alternatives that meet the Purpose and Need is
currently underway. Extensive public outreach in both the master plan and EI'S have been
undertaken, and an agency coordinating committee also meets at pre-determined pointsin the
process to provide input.

Within the context of this state aviation system plan update, T.F. Green must be considered
differently than the other general aviation airports. Asthe primary commercia air service airport
in the state and amajor contributor to the New England region’ s airport capacity, T.F. Green plays
a significant role beyond the borders of the State of Rhode Island. The master plan effort
considers the market area which the airport serves, which includes much of southeastern

M assachusetts and southeastern Connecticut. The 1984 Airport System Plan specified that T.F.
Green isamedium-haul airport, serving destinations within 1500 miles. Astheindustry,
economy, market, and travel habits have changed over the years, and have been documented in the
Master Plan and EI'S, this plan recognizesthat it istime to reconsider that limitation.

Creating a System Plan

This State Guide Plan element brings together the highlights of RIAC’s 2004 General Aviation
System Plan which focused on the five general aviation airports and relevant information from the
T.F. Green Magter Plan and EIS process, and frames it in the context of a state guide plan el ement
with goals, objectives, policies, and strategies. Because the 2004 General Aviation System Plan
used data only as recent as 2001, some updating was necessary where more recent operations data
were available. It has been determined that the more recent data is within the range of the
forecasts, and that updating the forecasts was not necessary. Additionally, the performance
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measures have been somewhat revised to consolidate two analyses from the 2004 Plan into one
and also to better reflect the system needs.

Based on discussions between the Rhode Island Airport Corporation, the Rhode Island Statewide
Planning Program, and other airport stakeholders, seven genera planning factors were developed
for the general aviation system plan, with the understanding that they would be applicableto T.F.
Green aswell. These goals were utilized to help define and guide the analysis compl eted for this

study. Those planning factors were identified as follows:

Ground Accessibility: Ability of Rhode Island’ sairports to be accessible from the ground.
Air Accessibility: Ability of Rhode Island’ s airportsto be accessible from the air.
Standards: Ability to meet applicable design and safety standards.

Compliance: Ability to meet environmental regulatory requirements.

Capacity: Ability to provide airside and landside facilities to meet exigting and future needs.
Economic: Ability to support Rhode Island’ s economy and airport financial self-sufficiency.
Compatibility: Ability to operate as compatibly as possible within the community.

The following chapters provide an inventory of the state airports, forecast future operations and
passenger levels, measure airport performance in terms of the planning factors, analyze issues
related to the seven planning factors, discuss current and future airport roles, and provide goals,
objectives, policies, and dtrategies for the airport system.
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640.02 Inventory

There are two key objectives for thisinventory of the state-owned airportsin the Rhode Island
State Airport System Plan. Thefirst isto generate as complete and as comprehensive a database
of currently available airport information. A summary is provided in this chapter. The second is
to provide a comprehensive overview of the existing state-owned airports and how they function
within the existing aviation system.

Because of therdatively small size of Rhode Idand’ saviation system, a greater amount of
information and detail has been incorporated into this chapter. Thisadded detail significantly
exceeds that which would ordinarily beincorporated into atypical aviation system plan update.
Portions of the database are utilized in subsequent chapters.

Thisinventory chapter is organized as follows:

02-01 State Aviation System Overview
02-02 Aviation Background and Terminology
02-03 State System Summary

02-04 Airport Inventories

02-05 Other Rhode Island Aviation Facilities
02-06 Other Regional Aviation Facilities

A financid inventory and review was also performed for each airport to provide an overview of
how the current system operates on afinancial basis, as well asits efficiencies, its inadeguacies,
and how this system compares to other competing airports within the region.

Data Callection Methods

The first step in the data collection process was to devel op and distribute a written survey to all of
Rhode Island’ s state-owned airports, which are the primary focus of this Study. Other aviation
facilities, including private use airports, heliports and seaplane bases have been reviewed and
summarized in a subsequent section.

The survey included questions on airport specifications and facilities, airport activity and fleet mix
data, airport environment and host community relations, aswell as general higorica and
documentation data. All of the surveys for each individual airport were completed by Landmark
Aviation Services, formerly Piedmont Hawthorne Aviation, Inc., an aviation services and
management company hired by RIAC to act as both manager and primary fixed base operator
(FBO) for five of the state owned airports. Datafor T.F. Green Airport, the sixth state airport and
the only one not covered by Landmark Aviation Services, was collected from T.F. Green’s current
master plan update, which was conducted concurrently with the ASP.

Site visits were conducted at each of the airportsto confirm compiled data and compile a
photographic record of the current facilities. Additionally, aerial photographs were taken of all of
the state airports, and many of the other aviation facilities not specifically covered by this Study.

I nterviews were conducted with airport managers, as well as many tenants, operators and airport
users. Many other sources of existing data were also reviewed, including:

FAA Data (ASIS) / Records/ Terminal Area Forecasts (TAF) (2002)
Airport Master Records (5010) (2002)

Individual Airport Master Plans/ Forecasts (2002)

Rhode Island Airport Corporation Data/ Records (2002)

Rhode Island Department of Statewide Planning Data/ Records  (2002)
Rhode Island State Airport System Inventory (October 1969)

Rhode Island State Airport System Plan (March 1984)
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The 1998 Economic Impact of Rhode Island State Airports Study

02-01 State Aviation System Overview

The six state airports within Rhode Idand are currently owned by the Rhode Island Department of
Transportation (RIDOT) and are managed by the Rhode Island Airport Corporation (RIAC).

RIAC was formed in December 1992 as a semiautonomous subsidiary of the then Rhode Island
Port Authority, now the Rhode Island Economic Development Corporation (RIEDC). The powers
of theairport corporation are vested in its seven-member board of directors, six of whom are
appointed by the governor, and one who is appointed by the mayor of the City of Warwick.

The purpose of the formation of RIAC as a quasi-public state agency was to have it |ease Rhode
Island’ s six state airports from RIDOT for a period of thirty yearsin an effort to both rehabilitate
and devel op the aviation system in amore efficient and effective manner. As part of the leasing
agreement, RIAC actsasthe airports' sole sponsor, responsible for the design, construction,
operation, and maintenance of the airports, aswell as for the supervision of al civil airports,
landing areas, navigation facilities, flight schools, and al other fixed base operators (FBOs).

Itisalsoimportant to note that while charged with this mandate from the State of Rhode Iland,
RIAC does not receive any direct funding from the state to help achieve these goals. In other
words, the airport corporation does not receive any state tax dollars. RIAC must operate as a sdlf-
supporting corporation, receiving no financial support other than that from FAA Airport
Development Corp, or other aviation-related resources. RIAC achieves thisgoal through tenant
leases, boarding fees, aircraft tie-down fees, and fud sales. Revenues at T.F. Green generate
income to sustain the operation and maintenance of the system.

The six state airports, their three-letter identifier code, and their current roles as defined by the
Federal Aviation Administration (FAA) are as follows (from north to south):

North Central Airport (SFZ) — General Aviation / Reliever

T. F. Green Airport (PVD) — Primary Service, medium hub

Quonset Airport (OQU) — General Aviation / Reliever / military

Colonel Robert F. Wood Airpark (UUU) — General Aviation (Note that while “ Robert F.
Wood Airpark” isthe official name of the airport, it isaso commonly known as
“Newport Airport”. The two names are used interchangeably.)

Westerly Airport (WST) — Commercia Service

Block Idland Airport (BID) — Commercial Service

D000

00

Although there are several privately owned and operated general aviation airportsin Rhode Island,
they are not included in this airport/system assessment. It isreasonably well known in the aviation
industry that privately owned airportsare very “fragile€’ and could disappear depending on the
whims of the owner. Basically, they can not be assumed to be available to support the airport
system on any extended basis. This system analysisis also independent of any airports |ocated
within the nearby borders of Connecticut and Massachusetts. With the elimination of the state
aviation excisetax, it is assumed that aircraft owners are less likdly to be influenced to move
aircraft to these bordering airports.

As noted previoudy, five of the state airports (all except T.F. Green) are managed on a day-to-day
basis by Landmark Aviation Services, afixed base operator / airport management firm. Landmark
Aviation Servicesis under contract to RIAC to manage, maintain and promote the five genera
aviation state airports for a flat annual fee plus expenses. However, it isRIAC that serves asthe
sponsor of all of the public-use airportsin the state. The locations of the six state airportsin
Rhode Island are shown in Figure 640-02(1).
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llorth Central Airport
eneral Aviation / Reliever

gF. Green Airport
rimary Service / Medium Hub

e

@D uonset Airport

deneral Aviation / Reliever / Military

2obert F. Wood Airpark
eneral Aviation
-

=
(/Westerly Airport 9
grimaryService/ Non-Hub lock Island Airport

/ mlmary Service / Non-Hub

Note: Aircraft represent typical aircraft operating at each airport i
(Not to Scale)

Figure 640-02(1) Rhode Idand’s State Airports(incl. private air ports)

Note: As of 2005, Westerly Airport and Block Island Airport are now Commer cial Service Airportsdueto
each airport’sannual enplanements being between 2,500 and 10,000.
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A number of factors affect how well the existing airport system servesitsusers, including the:

0 0

D000

location and coverage provided by each airport’s service area

role of each airport in terms of accommodating air carrier and general aviation (GA)
activity, and also what type of air carrier and GA activity

operationa capacity and airsde facilities of each airport in relation to existing demand
physical condition of each airport and the level of compliance with current FAA design
criteria

types of services offered at each airport by fixed base operators (FBOs)

types and level of aviation activity conducted at each airport

types of navigational aids, communications, and air traffic control services

adjacent land use and environmental conditions

The specifics of each of these factors are discussed for each individual airport later in this
document. Notethat definitions and descriptions of the airport characteristics are listed below.

02-02 Aviation Background and Terminology

This background material is provided to orient the reader to basic aviation terminology and
concepts.

02-02-01 Existing Airport Conditions

Each individual airport description contains a general overview of the existing conditions
at the given airport. Included in thisreview isa summary of the airport’s current
operations, aswell as general background information.

National Plan of Integrated Airport Systems (NPIAS)
Therolesfor al of the state airports have been established and defined by the
Nationa Plan of Integrated Airport Systems (NPIAS). Itisanationd airport system
plan prepared by FAA with a purpose to identify the airports that are important to
nationa air transportation. Being identified within NPIAS makes an airport digible
to recelve grants under the Airport Improvement Program (AIP) for the planning and
implementation of airport capital improvements for infrastructure development. All
of Rhode Island’ s state airports arelisted in the NPIAS. Specifically, NPIAS defines
an airport by itsrole, which reflects the type of service that a given airport provides
for itshost community. Thisrole aso defines the funding categories established by
Congressto assist in the digtribution of funding resources for airport development.
These levels are defined as follows:

Commercial Service (CM) — Public use airports receiving scheduled airline passenger
service, enplaning between 2,500 and 10,000 passengers annually.

Primary Service (PR) — Public use, commercid service airportsreceiving scheduled
airline passenger service, enplaning 10,000 or more passengers annually. This service
level is also broken down further into Large Hub, Medium Hub, Small Hub, and Non-
Hub categories; each based on a percentage of the national commercia service
enplanement total.

Reliever (RL) — General Aviation or Commercial Service public use airports, which
relieve congestion at a Primary Service airport by providing general aviation and
small commercia operators with an dternative point of access to the overall
community.

General Aviation (GA) — Either publicly or privately owned public use airports that
serve the needs of the general aviation community. General aviation includesa
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diverse range of aviation activities and includes all segments of the aviation industry
except commercial arr carriers (including commuter/regiona airlines) and military. Its
activitiesinclude training of new pilots and pilots interested in additional ratings or
certification, sightseeing, movement of large heavy loads by helicopter, flying for
persona or business/corporate reasons, and emergency medical services. Its aircraft
range from the one-seat single-engine piston aircraft to the long-range corporate j&,
and also include gliders and amateur-built aircraft.

Therole of the airport in the NPIAS establishes the design parameters which, in turn,
establishesthe aircraft it can accommodate or, in the case of commercial service arports,
the routes and markets they serve nonstop.

BU* - Basic Utility
GU* - General Utility
TR* - Transport Type
L - Long Haul (over 1,500 miles)
M - Medium Haul (500 to 1,500 miles)
S - Short Haul (less than 500 miles)
HE - Heliport
SP - Seaplane Base
ST - STOLport

* BU, GU - Utility airports are designed, constructed, and maintained to generally serve
airplanesin aircraft approach category A and B. (For discussion see Section B below).

* TR - Transport airport isan airport designed, constructed, and maintained to generally
serve airplanes in approach category C and D.

What isimportant to note about the Long, Medium, and Short Haul classifications as
described in the Advisory Circular isthat these terms are typically used as further
classification of commercial airports within a given state airport system. For example, a
state having several commercial airports within its system may elect to designate one as
its Long Haul airport and invest in itsinfrastructure appropriately. Theremaining
airports might likewise be designated as Medium or Short Haul, so that long-term
planning may reflect this designation.

B. Airport Reference Code (ARC)
The ARC isacoding system used to relate airport design criteriato the operationa
and physical characteristics of the airplanesintended to operate at the airport. The
airport reference code has two componentsrelating to the airport design aircraft
(defined asthe most demanding aircraft that conducts 500 or more annual operations
at that airport). The first component, depicted by a letter, isthe aircraft approach
category and relates to aircraft approach speed (operational characterigtic). The
second component, depicted by a Roman numeral, isthe airplane design group and
relatesto airplane wingspan (physical characteristic). Generally, runway standards are
related to aircraft approach speed, airplane wingspan, and designated or planned
approach visibility minimums.

Aircraft Approach Category — This category is a grouping of arcraft based on 1.3
timestheir stall speed in their landing configuration at their maximum certificated
landing weight. The categories are asfollows:

Category A:  Speed lessthan 91 knots.

Category B: Speed 91 knots or more but less than 121 knots.
Category C: Speed 121 knots or more but less than 141 knots.
Category D:  Speed 141 knots or more but less than 166 knots.
Category E: Speed 166 knots or more.
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Airplane Design Group — This category is a grouping of airplanes based on wingspan.
The groups are asfollows:

Group |: Up to but not including 49 feet (15 m).

Group Il: 49 feet (15 m) up to but not including 79 feet (24 m).
Group I11: 79 feet (24 m) up to but not including 118 feet (36 m).
Group V: 118 feet (36 m) up to but not including 171 feet (52 m).
GroupV: 171 feet (52 m) up to but not including 214 feet (65 m).
Group VI: 214 feet (65 m) up to but not including 262 feet (80 m).

C. Airport Dimensional Standards

A primary function of the ARC isin heping to determine the design standards for a
particular runway that best fitsits current and future usage patterns. These standards
have been established by the FAA to optimize the safety and efficiency of
aeronautical activities, and are specifically detailed in FAA AC 150/5300-13, ch. 7,
Airport Design. Severa of the key standards listed in thisadvisory circular are
described bel ow.

Runway Safety Area (RSA) - Thisareais a defined surface surrounding arunway
prepared or suitable for reducing the risk of damageto airplanesin the event of an
undershaoot, overshoot, or excursion from the runway. Additionally, this area shall be:
- cleared and graded and have no potentially hazardous ruts, humps,
depressions, or other surface variations;
drained by grading or storm sewers to prevent water accumulation;
capable, under dry conditions, of supporting snow removal equipment,
aircraft rescue and firefighting equipment, and the occasional passage of
aircraft without causing structura damageto the aircraft; and
free of objects, except for objects that need to be located in the runway safety
area because of their function. Objects higher than 3 inches (7.6 cm) above
grade should be constructed on low impact resistant supports (frangible
mounted structures) of the lowest practical height with the frangible point no
higher than 3 inches (7.6 cm) above grade. Other objects, such as manholes,
should be constructed at grade. In no case should their height exceed 3
inches (7.6 cm) above grade.

Note that RSAs are typically non-paved, turfed areas that cannot be utilized by
aircraft during normal operations. The dimensional standards (length and width) for
an RSA on agiven runway is established through a combination of the runway’s ARC
and on its approach visibility minimum. Recently, FAA approved the use of
Engineered Material Arresting Systems (EMAS) which require areduced RSA length.
EMAS is composed of material designed to crush under the weight of an arcraft thus
providing predictable, controlled deceleration. This technology is normally used at
primary use service airports.
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Object Free Area (OFA) - Thisis an area on the ground centered on arunway,
taxiway, or taxilane centerline provided to enhance the safety of aircraft operations by
having the area free of objects, except for objects that need to be located in the OFA
for air navigation or aircraft ground maneuvering purposes. The Runway Object Free
Area (ROFA) clearing standard requires clearing the OFA of above ground objects
protruding above the runway safety area edge el evation. Except where precluded by
other clearing stlandards, it is acceptable to place objects that need to be located in the
OFA for air navigation or aircraft ground maneuvering purposes and to taxi and hold
aircraft in the OFA. Objects non-essentid for air navigation or aircraft ground
maneuvering purposes are not to be placed in the OFA. Thisincludes parked airplanes
and agricultural operations.

The OFA standards of both width and length are derived from the ARC, aswell asthe
approach visibility minimum associated with that runway. Extension of the OFA
beyond the standard length to the maximum extent feasible is encouraged.

Runway Protection Zone (RPZ) — Thisisan area off the runway end designed to
enhance the protection of people and property on the ground. FAA satesthat this
enhancement is achieved preferably through airport owner control of the RPZs, and
control ispreferably exercised through the acquisition of sufficient property interest in
the RPZ. Such control includes clearing RPZ areas (and maintaining them clear) of
incompatible objects and activities. Whileitisdesirableto clear al objects from the
RPZ, some uses are permitted, provided that they do not attract wildlife, are outside of
the Runway OFA, and do not interfere with navigational aids. Automobile parking
facilities, dthough discouraged, may be permitted, provided the parking facilities and
any associated appurtenances are located outside of the object free area extension.
Land uses prohibited from the RPZ are residences and places of public assembly.
(Churches, schools, hospitals, office buildings, shopping centers, and other uses with
similar concentrations of persons typify places of public assembly.) Additionally, fuel
storage facilities should not be located in the RPZ.

The RPZ itsdf is trapezoidal in shape and centered about the extended runway
centerline. The RPZ dimension for a particular runway end is a function of the ARC
and approach visibility minimum associated with that runway end.

D. Auviation Activity General Terminology
Fleet Mix - Generally describes the type and size of aircraft operating at agiven
airport. This description iscommonly related to the number of engines on an aircraft
and on the aircraft weight. Specifically, on the basis of engines, aircraft are
categorized as follows (including exampl es):

Single-engine (piston & turboprop) - Cessna 172
Multiengine piston - Beechcraft B58 Baron
Multiengine turboprop - Beechcraft C90 King Air
Turbojet - Cessna Citation

Rotocraft (helicopters) - Bell 206 Jet Ranger
Other (ultra-lights, gliders, hot-air balloons, €tc)

Additionally, aircraft weighting categories arelimited to the following:
Large Airplane- Morethan 12,500 pounds maximum certified takeoff

weight
Small Airplane- 12,500 pounds or less maximum certified takeoff weight.
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Design Aircraft — An airport’s design aircraft is defined as the most demanding
aircraft that conducts 500 or more annua operations. Factors such as runway and
taxiway length, width, pavement strength, and minimum separation distance
requirements are determined by the airport’ s design aircraft and its ARC.

Based Aircraft — Those aircraft normally stored at a given airport when not in use are
considered to be “based aircraft.” All other aircraft are considered to be “transient” or
“itinerant”.

Aircraft Operations— An aircraft operation is any take off or landing performed by an
aircraft. These operationsare classified either as“local”, those performed by aircraft
which operate within thelocal traffic pattern or conduct touch-and-go operations, or
as “itinerant”, those performed by all other aircraft.

Passenger Enplanements— Enplaning passengers are those who board departing
aircraft. Histories of enplanements from airports with commercia service are used to
project future enplanements, and are useful in determining the existing and future
needs for airport facilities.

Airport Role — Airports with no commercial service or those with commercid service
enplaning fewer than 2,500 passengers annually are classified as “genera aviation”
airports. Those enplaning between 2,500 and 9,999 passengers are considered to be
“commercia service— other” airports. Airportswith more than 10,000 annual
enplanements are classified as “ primary commercial service’ arports.

Airspace — Within regulatory airspace (that which is non-military and not restricted),
there are four types of airspace: controlled, uncontrolled, special use, and other. How
regulatory airspace is broken down into these four typesis afunction of the
complexity or density of aircraft movements; the nature of the operations conducted
within the airspace; the level of safety required; and the national and public interest.
For the purposes of this Study, this discussion will be limited to controlled and
uncontrolled airspace.

“Controlled” airspace (see Figure 640-02(02)) is a generic term that covers the
different classification of airspace (Class A, Class B, Class C, Class D, and Class E
airspace) and defined dimensions within which air traffic control service is provided
to Instrument Flight Rules (IFR) flights, flights occurring during reduced visibility
weather conditions, and to Visual Flight Rules (VFR) flights, flights occurring during
improved visibility weather conditions, in accordance with the airspace classification.
Among other requirements, controlled airspace requires that a pilot insure that Air
Traffic Control (ATC) clearance or radio communication requirements are met prior
to entry into controlled airspace. The pilot retains this responsibility when receiving
ATC radar advisories.

“Uncontrolled” or Class G airspace is that portion of the airspace that has not been
designated as Class A, Class B, Class C, Class D or Class E, and applies to airports
that do not have an FAA, or FAA-certified control tower that directly instructs pilots
by radio. Regardless asto whether an airport is controlled or uncontrolled, al aircraft
(whether under direct radio control or not) operate within specific regulations of the
FAA.
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(UPPER LIMIT UNDEFINED)

FL 600
18,000 MSL

Nontowered
Airport

MSL - mean sea level AGL - above ground level FL - flight level

Figure 640-02(02) Airspace Classes

Sandard Flight Procedures — Standard flight procedures at airports without an
operating control tower are based on a standard flight pattern. Typically flown at
1,000' Above Ground Level (AGL) unlessan aircraft islanding or departing, aflight
pattern is the standard traffic instrument used to help ensure that operations at airports
are conducted similarly throughout the country. Itistypicaly flow with left hand
turns (unless otherwise noted), and is comprised of the following six components:

Upwind leg: A flight path paralld to the landing runway in the direction of
landing.

Crosswind leg: A flight path at right angles to the landing runway off its
takeoff end.

Downwind leg: A flight path parallel to the landing runway in the opposite
direction of landing.

Baseleg: A flight path at right anglesto the landing runway off its approach
end and extending from the downwind leg to the intersection of the extended
runway centerline.

Final approach: A flight path in the direction of landing aong the extended
runway centerline from the base leg to the runway.

Departure leg: The flight path that begins after takeoff and continues straight
ahead along the extended runway centerline. The departure climb continues
until reaching apoint at least 1/2 mile beyond the departure end of the
runway and within 300 feet of the traffic pattern altitude.

//—

+ DIRECTION OF LANDING ———

Wﬁ—% +

DEPARTURE |
I UPWIND LEG

Figure 640-02(03) Standard Flight Pattern

DOWNWIND LEG _*_'

BASE LEG

CROSSWINLD LEG
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Since afull discussion and lengthy explanation of the numerous rules, regul ations and
nuances related to standard flight patterns would be unnecessary within the context of
this Study, only three pointswill be noted.

Aircraft entering a traffic pattern will typically enter the downwind leg at a
45-degree angle, abeam the runway.

The“size” of aflight pattern around an airport isdirectly related to the type
and speed of the aircraft in the pattern. Smaller aircraft can fly closer in,
while larger aircraft will need moreroom. The downwind leg of aflight
pattern can range from ¥amile to 1 mile or more from the runway, depending
on the aircraft.

Directions/clearances given to apilot from Air Traffic Control (ATC)
override al of these procedures.

Navigational Aids- Varioustypes of air navigation aids are in use today, each serving
aspecial purpose. These aids have varied owners and operators, namely: the FAA, the
military services, private organizations, individual states and foreign governments.
The FAA hasthe statutory authority to establish, operate, and maintain air navigation
facilitiesand to prescribe standards for the operation of any of these aidsthat are used
for instrument flight in federally controlled airspace. These aids are tabulated in the
Airport/Facility Directory. Several of these navigationa aides that relate directly to
operations in Rhode Island are defined below.

Nondirectional Radio Beacon (NDB) - A low or medium frequency radio
beacon transmits nondirectiona sgnas whereby the pilot of an aircraft
properly equipped can determine bearings and "home" on the station. All
radio beacons except the compass |ocators transmit continuous three-letter
identification in code except during voice transmissions.

Very High Frequency Omni-directional Radio (VOR) - A VOR isafacility
frequently providing two individual services: VOR azimuth, and distance
measuring equipment (DME) at one site. VOR facilities provide bearing
information for a VOR approach and aso directional information defining
intersections in the airspace used in controlling air traffic. Although
consisting of more than one component, incorporating more than one
operating frequency, and usng more than one antenna system, aVOR is
considered to be a unified navigational aid. Both components of aVOR are
envisioned as operating simultaneousy and providing the three services at
all times.

Ingrument Landing System (ILS) — An ILSisdesigned to provide an
approach path for exact alignment and descent of an aircraft on fina
approach to arunway. Itiscomprised of both instrument and visual
information-generating equipment. The instrument-generating equipment is
comprised of the Glide Slope, the Localizer (LOC) and range Marker
Beacons/Distance Measuring Equipment (DME). Thevisua equipment is
comprised of approach lighting systems, touchdown zone and centerline
lights, and runway edge lights. Note that the LOC can be used asthe basis
for anonprecision approach.

Area Navigation (RNAV) —RNAV provides enhanced navigationa
capability to the pilot. RNAV equipment can compute the airplane position,
actud track and ground speed and then provide meaningful information
relative to aroute of flight selected by the pilot. Typical equipment will
provide the pilot with distance, time, bearing and crosstrack error relative to
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the selected "TO" or "active" waypoint and the selected route. Several
navigational systems with different navigational performance characteristics
are capable of providing areanavigationa functions. Present day RNAV
includes INS, LORAN, VOR/DME, and GPS systems. Modern multi-sensor
systems can integrate one or more of the above systems to provide amore
accurate and reliable navigational system. Dueto the different levels of
performance, areanavigational capabilities can satisfy different levels of
required navigation performance (RNP). Currently, non-precision
approaches utilizing GPS have become standardized, while precision
approaches are still being planned by FAA and are being tested at several
airports around the country.

I nstrument Approaches — Instrument approaches are published procedures that allow
pilots of suitably equipped aircraft to navigate to an airport and land by Instrument
Flight Rules (IFR) during instrument meteorological conditions (IMC). There aretwo
general types of instrument approaches: nonprecision and precision. A nonprecision
approach isonein which the pilot has lateral course guidance to the airport or specific
runway end. Thistype of approach can be based on a variety of navigational and
visual ingruments, and produces a wide range of approach minimums. A precision
approach isonein which the pilot has both lateral and vertical guidance to the runway
end, and produces arange of the lowest approach minimumsavailable. At minimum,
thistype of approach utilizes alocalizer, a glideslope, marker beacons or distance
measuring equipment (DME), and an appropriate approach lighting system. Both
types of approaches require the pilot toremain in radio contact with some form of Air
Traffic Control (ATC).

E. Areasof Airport Influence: Part 77 Surfaces
Federal Aviation Regulation (FAR) Part 77, Objects Affecting Navigable Airspace,
definesinvisible or “imaginary” surfaces at and around every airport in the United
States. The purpose of these imaginary surfaces at an airport isto protect all of the
airspace that an aircraft may requireto transition safdy in either visud or instrument
conditions from ground to air, and air to ground. Thisisaccomplished by preventing
any object, from trees to buildings and towers, from growing or being constructed
higher than any one of these imaginary surfaces. Theseimaginary surfaces are
therefore protecting the navigable airspace at and around an airport and, by extension,
the aircraft that operatethere. Itisimportant to note two facts about Part 77. First,
there are five different types of imaginary surfaces at every airport, and these are
defined by very specific dopes and distances, which vary with the type of aircraft and
operations that are conducted at a given airport. Second, the FAA cannot specifically
prohibit development that violates Part 77 surfacesif the devel opment occurs on land
that is not on grant-assured airport property. Violationsto the Part 77 surfaces can
have dramatic impactsto airport operations, which can include the shortening of
runways. However, local zoning ordinances can mandate that new devel opment
adhereto Part 77 requirements, since local municipalities have the legal power to
regulate the location, type and dimensions of proposed devel opment.
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Approach Surface
— Transitional Surface

— Conical Surface  — Horizontal Surface
'| / ~— Transitional Surface

/.-

Primary Surface

FAR 77 IMAGINARY SURFACES

{Cut-Away View)
Figure 640-02(04) FAR Part 77 Surfaces
The Part 77 surfaces are defined for each Rhode Idland state airport as illustr

GI'S mapping located under each airport description.

02-03 State System Summary

ated in

Below aretables and information of genera airport characteristics summarizing the state’ s airport

facilities for comparison purposes. Individua airport inventories appear in the next section.

Figure 640-02(05) General Airport Data

Three- 2005-2009
Letter Associated NPIAS
Identifier L ocation City Sponsor M anager Role
L Landmark
ggni?d SFZ S'IT_‘i'mﬁ]d/ Pawtucket RIAC Aviation GA/RL
Services
T. F. Green PVD Warwick Providence RIAC RIAC PR
Robert F. Landmark
Wood uUuu Middletown Newport RIAC Aviation GA
(Newport) Services
Landmark
North North S
Quonset OQU Kingstown Kingstown RIAC AV|a_t|0n GA /RL
Services
Landmark
Westerly WST Westerly Wesgterly RIAC Aviation CM
Services
Landmark
EOCE BID S Block Idand RIAC Aviation cM
& Services

Elevation
MSL (ft

441

55

172

19

81

109
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Figure 640-02(06) Current Airside Facilities Data

Length Width Surface Paradlel Taxiway
Runways ARC (ft) (ft) (Condition) Taxiway Width (ft)
North 5 Asphalt
Al o Bl 5,000 150 s Full 50
15 Asphalt :
- B-| 3210 75 T Partial 25
T.F. 5 Asphalt .
o o DIV 7,166 150 i Partial 75
16 Asphalt .
o DIV 6,081 150 i Partial 75
Robert F.
Wood 4 Bl 2,999 75 '?épogﬂ)t Full 40
(Newport) 22
16 Asphalt
I Bl 2623 75 s None ;
Quonset 5 I Asphalt
o Bl 4,003 75 . Full 50
16 Asphalt
. DIV 7,500 150 e Full 75
Westerly 7 Asphalt
o Bl 4010 100 o Full 3550
14 Asphalt
o Bl 3,980 75 R Full 35
Block 10 Asphalt .
Do 20 Al 2,501 100 i Partial 35-40
Figure 640-02(07) FAA Design Criteria Data
Runway RSA ROFA RPZ Part 77
End (WxL) (WxL) (WI1xW2xL) Classification
(I“,\lecr)]rttrg 253 150’ x 300" 500" x 300 1,000’ x 1,510’ X 1,700 Nonprecision =3/4 mile
ég 120 x 240 400 x 240 500' x 700’ X 1,000 Visual
(-SrreZn 253 i’%%o’,‘ 800’ x 1,000 1,000’ x 1,750’ X 2,500 Precision <3/4 mile
16 500 x 600' x 1000 500' x 1,010° x 1,700' Nonprecision >3/4 mile
34 1,000 ' 1,000’ x 1,750’ X 2,500 Precision <3/4 mile
Robert F. 4 : ’ : ’ ’ ’ ’ Visual
et o 150' x 300 500' x 300 500' x 700’ X 1,000 N e S
Newport A f
(Newpor) 16 150' x 300 500’ x 300 500' x 700’ x 1,000 R =S mllE
34 Visual
Quonset 253 150’ x 300" 500" x 300' 500' x 700’ X 1,000 Visual
16 500 x , , 1,000’ x 1,750’ X 2,500 Precision <3/4 mile
34 1,000 ELY IR 1,000’ x 1,510’ X 1,700
Westerly H 150’ x 300' 500 x 300 500' x 700' x 1,000 MEgpes s = il
25 Visual
ég 150’ x 300" 500" x 300 500' x 700’ X 1,000 Visual
Block 10 150 x 300" 500" x 300 500' x 700’ X 1,000 Utility >3/4 milevis
Island 28
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02-04  Airport Inventories

The purpose of the Airport Summaries section of the Inventory chapter isto take a more detailed
look at theindividual airports of the Rhode Idand Aviation System than would typically be
provided in a standard system plan update. Again, because of the relatively small size of Rhode
Isdand’ s aviation system, afar greater amount of information and detail was generated for each of
theindividud airports and their surrounding areas. In an effort to best utilize this data, individua
airport summaries have been constructed to encapsulate the most important elementsrelated to
each. Summaries for the six airports appear below.

02-04-01 T.F. Green Airport (PVD) Inventory

Figure 640-02(08) T.F. Green Airport (PVD)

Airport Highlights

Three Letter Identifier PVD
Location/Host Community Warwick
Associated City Providence
NPIAS Role Primary Service — Medium Hub

5-23 150" wide by 7,166" long

RUME 16-34 150 wide by 6,081’ long
Taxiways Partial Parallels (All)
Lowest Approach Minimums Omi VIS, 0 MDH for CAT IIICILS5R
FBOs & Tenants NA
Based Aircraft (2000) 72
Operations (2004) (genera aviation and commercial activity) 121,428
Enplanements (2004) 2,752,714
Economic Impact (1998) $1.03 hillion
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RIAC Operating Expenses NA
Airport Zoning Not in place, required by Title | Aeronautics, Rl General Laws
RPZ Land Use NA
Most Recent Approved ALP January 25, 2000

Figure 640-02(09) PVD Overhead Aerial

Asthe largest, busiest and only airport in the Rhode Iland Aviation System providing
scheduled service by major commercial airlines, T.F. Green Airport (PVD) plays a
tremendously important and influential role within the state aviation system. In addition
to thisrole within the state, PVD also plays an important role within the overall regional
and national system of airportsaswell. Assuch, PVD deserves special consideration
within the context of this system plan update in that it must be able to fulfill roleson a
variety of levels, only one of which is on the statelevel. This study recognizesthat PVD
hasarolein both the state and regiona aviation systems.

Since 1996 when both the new terminal opened and Southwest commenced service, PVD
has seen tremendous passenger growth. PVD is currently served by 8 nationa airlines, 3
commuter arlines, and oneinternationa airline. Today the airlines provide nonstop
serviceto 29 destinations with an average of 132 daily departures. The major nonstop
degtinations are in the northeast, southeast and the midwest. In addition Southwest
Airlinesfliesto Phoenix and Las Vegas, the furthest nonstop destinations.

Determining the detail s of how a major airport such as T.F. Green should ultimately
develop is the function of an FAA-sponsored master planning effort, consistent with a
state aviation system plan. Assuch, PVD iscurrently in themidst of an effort to update
its 20-year Master Plan that is designed to chart the future course of the airport. Since it
isnot the intention of the Rhode Iland State Airport System Plan to duplicate work
completed within the context of the Master Plan effort, only relevant data compiled by
the Master Plan and EI'S (Environmenta Impact Statement) will be incorporated into this
document. A full inventory of PVD has been compiled as part of the master plan.
However, the purpose and need for the PVD Improvement Program, including a proposed
runway extension, among other airfield and terminal improvements, indicates that an
extension isneeded to effectively serveits market and provide nonstop west coast

service. Astheairport is surrounded by roadways, residential development, and
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wetlands, extension of therunway will be difficult and will have some degree of
environmental and community impacts. The ongoing EISisin the midst of quantifying

these impacts.

02-04-02

North Central Airport (SFZ) Inventory

Figure 640-02(10) North Central Airport (SFZ)

Airport Highlights
Three Letter |dentifier

L ocation/Host Community
Associated City

NPIAS Role

Runways

Taxiways

Lowest Approach Minimums

FBOs & Tenants

Based Aircraft (2001)

Operations (2005)

Enplanements (2005)

Economic I mpact (1998)

RIAC Operating Expenses (FY 2001)

Airport Zoning

RPZ Land Use
Most Recent Approved ALP

SFz

Smithfield/Lincoln

Pawtucket

General Aviation / Reliever
100’ wide by 5,000 long

15-33 75 wide by 3,210’ long
Full Parallel (5-23)

Partial Parallel (15-33)

% mi VIS, 391 MDH for LOC 5
5

115

29,510

NA

$5.2 million

$415,931

Not in place, required by Title | Aeronawtics, Rl Genera
Laws

79% Undeveloped / 13% Developed / 8% Airport
November 9, 2001
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Figure 640-02(11) SFZ Overhead Aerial

North Central Airport (SFZ) islocated in the northeastern RI towns of Lincoln and
Smithfield, and serves the greater Blackstone River Valley region of northern RI and
central Massachusetts. Defined within FAA’s National Plan of Integrated Airport
Systems (NPIAS) asa General Aviation / Reliever airport, SFZ exclusively
accommodates general aviation traffic, from single-engine piston aircraft used for
recreational and flight training to corporate and business aviation aircraft. SFZ does not
accommodate scheduled passenger or cargo service. Asareliever airport, SFZ serves as
an alternative airport for general aviation traffic, specifically corporate jets and business
aircraft that would otherwise use T.F. Green Airport (PVD).

Built in 1951 and having a 5,000-foot primary runway and a 3,210-foot crosswind
runway, SFZ is able to accommodate full operations by most small and mid-sized
corporate jets, athough larger aircraft (such asthe Gulfstream G-1V) occasionally do
operate there at reduced weights, due to the runway length constraints. Some operators
of corporate aircraft indicate that they do not fly into SFZ because of the relatively high
minimums on the instrument approach procedure, aswell aslimited runway length. For
example, neither Textron nor CV S operate their Cessna Citation X corporate jet at SFZ,
even though the aircraft could operate at the airport at reduced weights.

However, runway |ength and approaches aside, SFZ isin close proximity to numerous
busi nesses, industrial parks, and economic centers. Closer in fact to downtown
Providence than T.F. Green Airport, SFZ effectively serves corporate and recreational
users within the general Providence metropolitan area, whilerelieving general aviation
activity from PVD. SFZ isalso hometo avery active skydiving business that operates
from the spring through the fall.

As an economic generator, SFZ produces positive economic benefits for the local and
surrounding communities through a variety of avenues. Aviation services provided at the
airport and aviation-related industries requiring use of the airport create jobs, which have
an immediate and direct impact on the local economy. Additionaly, visitorsto Rhode
Idand who utilize the airport spend money for hotels, attractions, goods, and services.
Earnings and wages generated through these activities are spent on additional goods and
services, creating additiona jobs and additional economic impact. Asan example of the
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magnitude of this economic activity, North Central Airport’stotal quantifiable airport
economic impactsin 1998 were $5,201,700, according to the Rhode Island Airport
Economic Impact Study completed in 1999.

02-04-03 Quonset Airport (OQU) Inventory

Figure 640-02(12) Quonset Airport (OQU)

Airport Highlights

Three Letter |dentifier OoQU
L ocation/host Community North Kingstown
Associated City North Kingstown
NPIAS Role General Aviation - Reliever
Runways 5-23 75 wide by 4,003’ long

16-34 150' wide by 7,500’ long
Full Paralldl (16-34)

LY Partial Parallel (5-23)
Lowest Approach Minimums % mi VIS, 2000 MDH for ILS 16
FBOs & Tenants 3
Based Aircraft (2001) 39
Operations (2005) 18,846
Enplanements (2005) NA
Economic Impact (1998) $83.1 million
RIAC Operating Expenses (FY 2001) $277,910

, . Not in place, required by Title | Aeronautics, RI
Airport Zoning P € e R — CLS,aws
RPZ Land Use 52% Undeveloped / 24% Devel oped / 24% Airport
Most Recent Approved ALP June 22, 2006
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Figure 640-02(13) OQU Overhead Aerial

Quonset Airport (OQU) islocated in North Kingstown, RI, on aman-made spit of land
on the western shore of Narragansett Bay that has seen a 33-year period of National
Guard use, preceded by 47 years of active Navy use. Theairport islocated
approximately 16 miles south of downtown Providence, and is |ess than 9 miles south of
T.F. Green Airport (PVD). It currently services the residents of eastern Washington
County, eastern Kent County, Jamestown, and the industrial park at Quonset.

OQU is unique among Rhode Island’ s airportsin that it is a public use facility that isin
close proximity to port, rail, and highway access, and an extensive industrial park. Itis
also the operations, training and maintenance base of the RI Air Nationa Guard
(RIANG) (operating C-130 transports) and the RI Army National Guard (the 1/126"
Aviation Regiment currently operating UH-60 Blackhawk helicopters). Additionally, a
large portion of OQU is developed for industrial use (the Quonset — Davisville Port and
Commerce Park), which also serves asa port facility aswell. Electric Boat hasalarge
submarine manufacturing facility. Although there are large manufacturing facilitiesin
close proximity to the airport, thereisrelatively little air cargo at the airport. Most of the
cargo (both raw material s and manufactured goods) is trucked, and shipped by rail and
barge.

OQU has been defined within FAA’s Nationa Plan of Integrated Airport Systems
(NPIAS) asa General Aviation / Reliever airport, and has the longest runway in the state
(7,500 feet). Asareliever airport, OQU serves as an alternative airport for general
aviation traffic that would otherwise use T.F. Green Airport (PVD). Itisalso only one of
two airportsin the state having a precision instrument approach and a control tower, with
the other being PVD. Both the control tower and precision approach at OQU were
installed and are operated by the RIANG to support their base mission. However, both of
these facilities are available and are used by civilian operatorsaswell. Although it hasa
long runway and precision instrument approach, Quonset does not accommodate the
same volume of corporate traffic as PVD, may bein part due to its distance from
Providence, Warwick, Cranston, Smithfield, etc., as well asits distance from [-95.
Additionally, itsprimary 7,500 foot Runway 16-34 is configured in more of a crosswind
orientation to the ared s prevailing southwesterly winds, and is preferred for use typically
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in adverse weather conditions, when winds usually blow from the southeast. Its shorter
Runway 5-23 isin fact oriented the same as PVD’s primary runway, which coincides
with the prevailing winds. Nevertheless, Quonset Airport iswidely viewed as having
significant underutilized potentia. The EISfor PVD includes an option which shifts
some cargo operations to Quonset.

As an economic generator, OQU produces positive economic benefits for the local and
surrounding communities through a variety of avenues. Aviation services provided at the
airport and aviation-related industries requiring use of the airport create jobs, which have
an immediate, and direct impact on thelocal economy. Additionally, visitors to Rhode
Idand who utilize the airport spend money for hotels, attractions, goods, and services.
Earnings and wages generated through these activities are spent on additional goods and
services, creating additional jobs and additional economic impact. Asan example of the
magnitude of this economic activity, Quonset Airport’ stotal quantifiable airport
economic impactsin 1998 were $83,132,900, according to the Rhode Island Airport
Economic Impact Study completed in 1999.

02-04-04 Robert F. Wood Airpark (Newport Airport) (UUU) Inventory

Figure 640-02(14) Robert F. Wood Airport (UUU)

Airport Highlights

Three Letter |dentifier uuu
Location/Host Community Middletown
Associated City Newport
NPIAS Role General Aviation

4-22 75 wide by 2,999 long

RUME 16-34 75 wideby 2.623 long
Taxiways Full Parale (4-22)
Lowest Approach Minimums 1mi VIS, 468 MDH for LOC 22
FBOs & Tenants 6
Based Aircraft (2001) 26
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Operations (2005) 18,823
Enplanements (2005) NA
Economic Impact (1998) $4.6 million
RIAC Operating Expenses (FY 2001) $132,818

, . Not in place, required by Title | Aeronautics, RI
Airport Zoning P € e Errer| [ s
RPZ Land Use 76% Undeveloped / 11% Developed / 13% Airport
Most Recent Approved ALP June 27, 1966

Figure 640-02(15) UUU Overhead Aerial

Located in Middletown, the recently renamed Robert F. Wood Airpark (UUU) (formerly
Newport State Airport) is approximately 0.5 miles south of the Town of Portsmouth and
1.5 miles north of the City of Newport. (Note that while “Robert F. Wood Airpark” isthe
official name of the airport, it isalso still known as “Newport Airport” and the two names
are used interchangeably.) Theairport provides generd aviation air access to the
Aquidneck Island towns of Portsmouth, Middletown and Newport, aswell asthe
neighboring towns of Little Compton, Tiverton, Bristol, Warren, and Barrington. It has
been defined within FAA’s National Plan of Integrated Airport Systems (NPIAS) asa
General Aviation airport. Having a 2,999 foot primary runway and a 2,623 foot
crosswind runway, UUU’ s runway lengths limit the type of aircraft that can use the
airport primarily to single and multi-engine pistons, although turboprops, such as Beech
King Airs, and small corporate jets, such as Cessna Citations, occasionally use the
Airpark.

Robert F. Wood Airpark isregularly used by tourists, by local aviation enthusiasts, and
by the Rhode Island Army National Guard. It servesthe Island’ s corporate community, as
well asthe many visitors to Newport’s year-round festivals and attractions. The airport
also provides quick access not only for boat owners who harbor vessels in the nearby
marinas, but also for the extensive ship building industry in the East Bay area.

Additionally, the airport currently meets some of the needs of thelocal business
community who find it advantageous to either charter aflight or utilize corporate aircraft
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rather than use commercial service at T.F. Green Airport, located 20 miles away in
Warwick. Thisbenefit becomes even more pronounced during the peak summer months
when traffic congestion through Bristol and on the Newport and Jamestown Bridges, can
significantly increase driving timesto T.F. Green.

With itsrelative isolation from other Rhode Island communities, a distinctive quality of
life has emerged on Aquidneck Island. Dominated by Newport tourism and U.S. Navy
operations on the south and west sides, the Idand’ sagricultural heritage, history, and
extensive coastal resources have contributed significantly to itsidentity. Although the
City of Newport is densely devel oped, one-third of Middletown and Portsmouth remains
agricultural. Theseidand communities share many similar concerns including traffic,
preservation of natural resources, preservation of open space and recreational areas,
sewer and water capacity, and increased development pressure.

Middletown isrenowned for its open spaces including agricultural fields, pastures, open
vistas across golf courses and the airport. Areas adjacent to these less intensve land uses
are now being increasingly devel oped for residential, commercial, and industrial use.
Thisincreasing density requires careful coordination between RIAC and local plannersin
order to maximize the safety of its operations.

As an economic generator, UUU produces positive economic benefits for the local and
surrounding communities through a variety of avenues. Aviation services provided at the
airport and aviation-related industries requiring use of the airport creste jobs, which have
an immediate, and direct impact on thelocal economy. Additionally, visitors to Rhode
Idand who utilize the airport spend money for hotels, attractions, goods, and services.
Earnings and wages generated through these activities are spent on additional goods and
services, creating additiona jobs and additional economic impact. Asan example of the
magnitude of this economic activity, Robert F. Wood Airpark’ s total quantifiable airport
economic impactsin 1998 were $4,568,200, according to the Rhode Island Airport
Economic Impact Study completed in 1999.

02-04-05 Westerly Airport (WST) Inventory

Figure 640-02(16) Westerly Airport (WST)
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Airport Highlights

Three Letter |dentifier WST
L ocation/Host Community Westerly
Associated City Westerly
NPIAS Role Commercial Service*

7-25 100" wide by 4,010 long

RATEYE 14-32 75 wide by 3,980 long
Taxiways Full Paralelsto both runways
Lowest Approach Minimums 1mi VIS, 444’ MDH for LOC 7
FBOs & Tenants 4
Based Aircraft (2001) 84
Operations (2005) 21,307
Enplanements (2005) 7,640
Economic Impact (1998) $7.7 million
RIAC Operating Expenses (FY 2001) $176,515

. . Not in place, required by Title | Aeronautics, RI
Airport Zoning P € e Ernaal | e
RPZ Land Use 95% Undeveloped / 3% Developed / 2% Airport
Most Recent Approved ALP April 17, 1996

*NPIAS Commercia Service Role is based on annual enplanements between 2,500 and 10,000

Figure 640-02(17) WST Overhead Aerial

Asanintegral dement of the region’ stransportation infrastructure, Westerly Airport’s
(WST) fundamentd purposeis to help meet the aeronautical demands of not only the
Washington County area (including Westerly, Charlestown, Hopkinton, Richmond,
Exeter, and parts of South Kingstown), but also southeastern Connecticut. Meeting this
demand means providing facilities and services for corporate users and general aviation
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aircraft; offering extensive aircraft maintenance capahilities; and providing regularly
scheduled air passenger serviceto Block Island Airport (BID).

Specifically, WST has been defined within FAA’s 2001 National Plan of Integrated
Airport Systems (NPIAS) as a Commercia Serviceairport. It has a4,010-foot primary
runway (RW 7-25) and a 3,980-foct craosswind runway (RW 14-32), along with full
parallel taxiways. With itstwo non-precision approaches, WST regularly accommodates
mid-sized corporate aircraft (both turboprops and jets), although piston-engine airplanes
are the predominant operating type.

Additionally, WST serves as acritical link in the transportation of both passengers and
cargo to Block Idand. New England Airlinesisan FAR Part 135 commuter carrier based
at WST and providing the only scheduled air serviceto BID, currently utilizing both
single and multi-engine piston aircraft (i.e. Piper Cherokee Six and B-N Islander). Like
Rhode Island airports in Block Island and Newport, aswell as Massachusetts airportsin
Barnstable, Nantucket, and Martha’ s Vineyard, operations at WST are extremely
seasonal, with the majority of operations occurring during the peak tourism season
between Memoria Day and Labor Day. During this peak activity summer season, New
England Airlines has at | east one scheduled departureto and arrival from BID every hour.
In addition to these scheduled flights, New England Airlines frequently adds more flights
in order to accommodate increased ticket counter demand during peak periods. This
method of adding flights can significantly increase the number of the airline's scheduled
operations, and provides the necessary flexibility to meet this type of fluctuating demand.
During the off-season, New England Airlines scheduled service is reduced to at least one
scheduled departure to and arrival from BID every other hour.

Asageneral aviation facility, activity at WST tendsto mirror the seasonality seen in its
commercial service operations, with peak operations occurring between Memorial Day
and Labor Day. During weekends in the peak summer months of July and August,
transient parking is frequently filled with small GA and larger corporate aircraft. In fact,
Dooney Aviation, a “through-the-fence” fixed base operator (FBO) at WST specializing
in servicing corporate GA, reportedly sees significant traffic volumes during the peak
season, and is cons gently active throughout the remainder of the year. It isalso reported
that significant weekend traffic throughout the year was previoudy generated by the
presence of arestaurant in the old terminal building. While that termind building, which
was lost in a1999 fire, was recently replaced by a new building in 2001, thereis still no
restaurant on the airport.

As an economic generator, WST produces positive economic benefits for the local and
surrounding communities through a variety of avenues. Aviation services provided at the
airport and aviation-related industries requiring use of the airport creste jobs, which have
an immediate, and direct impact on the local economy. Additionally, visitors to Rhode
Idand who utilize the airport spend money for hotels, attractions, goods, and services.
Earnings and wages generated through these activities are spent on additional goods and
services, creating additiona jobs and additional economic impact. Asan example of the
magnitude of this economic activity, Westerly Airport’ stotal quantifiable airport
economic impactsin 1998 were $7,696,300, according to the Rhode Island Airport
Economic Impact Study completed in 1999.

PAGE 02-24 JANUARY 19, 2007



DRAFT STATE GUIDE PLAN ELEMENT 640 RHODE ISLAND STATE AIRPORT SYSTEM PLAN

02-04-06 Block Idand Airport (BID) Inventory

Phota Coarright Adem Cramer

Figure 640-02(18) Block 1dand Airport (BID)

Airport Highlights

Three Letter |dentifier

L ocation/Host Community
Associated City

NPIAS Role

Runways

Taxiways

Lowest Approach Minimums
FBOs & Tenants

Based Aircraft (2001)
Operations (2005)
Enplanements (2005)
Economic I mpact (1998)
RIAC Operating Expenses (FY 2001)

Airport Zoning

RPZ Land Use
Most Recent Approved ALP

BID

New Shoreham

Block Idland

Commercial Service*

10-28 100" wide by 2,501’ long
Partial Parallel

% mi VIS, 431' MDH for GPS 10 & VOR DME 10
4

7

18,631

7,747

$11.8 million

$170,435

Nonerelated to Title | Aeronautics of the RI
General Laws

76% Undeveloped / 11% Devel oped / 13% Airport
March 22, 2006

*NPIAS Commercia Service Role is based on annual enplanements between 2,500 and 10,000
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Figure 640-02(19) BID Overhead Aerial

Block Idland Airport (BID) islocated at the center of Block Idland, officially known as
the Town of New Shoreham, a 10 square mileidiand located at the mouth of Long Idand
Sound, 14 miles from themainland. The airport provides essential commercial,
emergency, and general aviation air access to Block Idand, and has been defined within
FAA’s 2001 National Plan of Integrated Airport Systems (NPIAS) asa Commercial
Serviceairport. BID has asingle 2,501-foct runway that provides direct access to and
from theidand for residents and tourists viaNew England Airlines, a small commercid
passenger FAR Part 135 commuter carrier currently operating between the Westerly
Airport (WST) and BID.

Like airports at Westerly and Newport in Rhode 19 and, aswell as Barnstable, Nantucket,
and Martha’ s Vineyard in Massachusetts, operations a BID are extremely seasonal, with
the majority of operations occurring during the peak tourism season between Memorial
Day and Labor Day. During the peak summer season, New England Airlines has at |east
one scheduled departure and arrival between BID and WST every hour. The number of
these scheduled operations can be increased sgnificantly by New England Airlines
through adding flights to meet added passenger demand at the ticket counter. During the
off-season, this scheduled service isreduced to at least one scheduled departure to and
arrival from WST every other hour.

Note that this scheduled commercia service plays avital role for Block Idand inthat itis
the fastest means of access (15-20 minutes via air vs. 60+ minutes via ferry) and acts as
the only means of access to the Idand when the ferry service cannot operate, such as
during high seas conditions. Thiscommercia service also fills avariety of additional
rolesfor island residents including carrying large volumes of freight year round, such as
the shipping of time sensitive items like newspapers, critica repairs, parts, and machinery
maintenance equipment.

The speed of avail able transportation takes on added importance when related to life care
and emergency medical services. Because of the speed of air transportation, the
immediacy of its access, and its ability to operatein inclement weather conditions to the
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degree that its current approaches permit, BID serves asthe idand’ slifelineto the
mainland for the emergency evacuation of life-threatened patients. Emergency
evacuations that cannot utilize BID dueto weather are limited by the schedule of the
ferry service, or in emergency cases, the U.S. Coast Guard.

Asageneral aviation facility, activity at BID tendsto mirror the seasonality seen in its
commercial service operations, with peak operations occurring between Memorial Day
and Labor Day. During weekends in the peak summer months of July and August,
transient parking (both paved and turf) is frequently filled. While some GA traffic at BID
is generated by theisland’ s only year round restaurant (Bethany's Airport Diner), the vast
majority of operations occur during the summer months.

As an economic generator, BID produces positive economic benefits for the local and
surrounding communities through a variety of avenues. Aviation services provided at the
airport and aviation-related industries requiring use of the airport create jobs, which have
an immediate, and direct impact on thelocal economy. Additionally, visitors to Rhode
Idand who utilize the airport spend money for hotels, atractions, goods, and services.
Earnings and wages generated through these activities are spent on additional goods and
services, creating additiona jobs and additional economic impact. Asan example of the
magnitude of this economic activity, Block Idand Airport’stotal quantifiable airport
economic impactsin 1998 were $11,805,400, according to the Rhode Idand Airport
Economic Impact Study completed in 1999.

02-05 Other Rhode lsland Aviation Facilities

A summary of the other aviation facilitiesin Rhode Idand that are not owned by the state but are
listed by FAA is provided in the following tables. The data provided below has been taken from
each of the facility’slast filed FAA Form 5010-1, Airport Master Record. Inventories and site
inspections of these facilities have not been conducted as part of this Study, although photographs
of sdected facilities also follow. Note that these facilities are important in that they do relieve
some congestion a the state airports, or fulfill an otherwise unmet need, asisthe case with the
Tiverton Seaplane Base.

Hédiportsin Rhode Island serve a variety of functions, including emergency operations, and the
State owns one such facility: the Downtown Providence Helistop.

Figure 640-02(20) Other Listed Rhode Island Airports

Name & ID Type Location Runways Length Width Surface A'?ﬁt Misc
gﬁ(‘ngg)A" ;'“r'g'(')rct King‘g‘]’ " 11-29 2,130 30 Asphalt 31 . edgmf‘rlsc)ou
X\ﬂg%'r?z’g o) Zi‘gﬁ Tiverton, RI N-S 1,200 100 Turf NA Hangar

2: ?pco)rl;l 'EIRI 11) er\éa:r? Greeng, RI 19 4:_23?2 iggg igg Turf 9 Hangar
izl |- Bives Cranston, Rl 1735 700 150 Turf - CLOSED

Airport (RI20) Airport
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Figure 604-02(21) Other Listed Rhode Island Aviation Facilities

Based
Name & ID Type Location Runways  Length Width Surface  Aircraft
Tiverton Private
Seaplane Base Seaplane Tiverton, RI 3-21 4,500 1,200’ Water 2
(RI06) Base
Keskinen .
Private Coventry
Ball conport B1 600’ 300° Turf NA
Center, RI
(RI16) Ball conport enter
Figure 640-02(22) Other Listed Rhode Island Aviation Heliports
Based
Name & ID Type Location Runways  Length Width Surface  Aircraft
Kent County
Mem. Private . : ;
Hospital Heliport Warwick, RI NA 50 50 Asphalt NA
(RIO2)
South County .
Hospita :g}’agret Wakefield, RI NA 50 50 Asphalt NA
(RI08) P
Westerly .
Hospitd ;EYT:,[ Westerly, RI NA 50’ 50’ Concrete NA
(RI23) P
RI Hospita Private . ' '
(RI25) Heliport Providence, RI NA 100 100 Concrete NA
Landmark .
Medical ﬁg‘i"'ﬁ Woonsocket, RI NA 35 35 Asphalt NA
Center (RI26) P
Downtown Public
Providence Heliport Providence, RI NA 25 25’ Concrete NA
Helistop (RI9) P
Port .
Edgewood ﬁg‘i"'ﬁ Crangton, R NA 300 100’ Asphalt NA
Marine (RIOS) P
Foxridge Private West , ,
Farm (RI13) Heliport Kingston, RI NA =0 %0 Turf L
H. Chambers '
Cadillac ﬁg‘i"'ﬁ Providence, RI NA 75 50’ Asphalt NA
(RI14) P
One Hospital Private , : ,
Trust (RI15) Heliport Providence, RI NA 62 56 Concrete 1
Goat Island Private : :
(RI21) Heliport Newport, RI NA 50 50 Concrete NA
Capital Center Private .
RI22) i Providence, R NA NA NA NA NA
Quonset ANG Private North , \
(RI12) Heliport Kingstown, RI NA A A FELEN e
East Arnolda Private ' !
Farm (RI30) i Charlestown, R NA 100 200 Turf NA

=
8

Seaplanes

=
8

Medical

Medical

Medical

Medical

Medical

Onriverbank,
Obstructionsto N,
S &E.

Car Dealership

Bank Rooftop
Elev. 406" MSL

Quonset Airport

*Note: the current status of Portsmouth Ramada (now Roger Williams University) and Doris Duke private
heliports could not be verified at thistime.
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Note: Alrcraft represent typical alrcraft operating at each airport
(Notto Scale)

Figure 640-02(23) Rhode ldand’sOther Aviation Facilities (non-state)
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02-06 Other Regional Aviation Facilities

In addition to those airports located in Rhode Island, there are also a number of airports located in
Connecticut and Massachusetts whose service areas extend into Rhode Idand, and that compete
for aviation activity and revenue generated a RIAC's airports. The locations of most of these
airports are shown below in Figure 640-02(19). Data for these airports has been taken from each
of the facility's last filed FAA Form 5010-1, Airport Master Record, and compiled in the
following tables for ease of reference and comparison. Inventories and site ingpections of these
facilities have not been conducted as part of this plan.

N Logan @_« :‘},'.
A x{ Massachusetts Wmmﬁyf%%w _
) S

wOrCES_ter Mem Airport
Regional Airport

& ~Hopedale

Ind Park

Mansfield
~~~ Muni Airport

Taunton
Muni Airport

® .
X =

New Bedford
Regional Airport

Danielson
Airport

Windham
Airport

Connecticut

Robert F. £
Quonset Wood
Airpark Airpark
D~ .
=& = ,
. - Martha’s
Westerly Block Vineyard
New London Rirport Isnd o
A — |S- an Airport
Note: Aircraft represent typical aircraft operating at each airport A
(Not o Scale) 4

Figure 640-02(24) Other airportsin the Rhodelsland region
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Figure 640-02(25) General Airport Data

Three-
Letter
Identifier Location

Hopedale
Industrial 1B6 e
Park
Mansfield Mansfidd,
Municipa e MA
Marthas Tisbury,
Vineyard MVY MA
Nantucket Nantucket,
Memoria ACK MA
New New
Bedford EWB Bedford,
Regional MA
Norwood Norwood,
Memoria o MA
Taunton Taunton,
Municipal TAN MA
Worcester Worcester,
Regional Gl MA

. Danielson,
Danielson 5B3 cT
Groton /

Groton-New

New GON London, CT
London

Associated
City

Hopedale,
MA

Mansfield,
MA

Vineyard

Haven, MA

Nantucket,
MA

New Bedford,
MA

Norwood,
MA

Taunton, MA

Worcester,
MA

Danielson,
CT

Groton-New
London, CT

Sponsor Manager
Hopedale
Airport Hopedale Air
Industrial Service
Park
1B9 King
Commission Aviation
MVY MVY
Commission Commission
ACK ACK
Commission Commission
EWB EWB
Commission Commission
OWD OWD
Commission Commission
TAN TAN
Commission Commission
Massport Massport
Northeast Air
Conn DOT Mgmt
Conn DOT Conn DOT

NPIAS
Role

GA

CR

GA

GA

Elevation
MSL (ft

269

122

48

80

50

1,009

238

10
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Figure 640-02(26) Current Airside Facilities Data

Length Hanaars
Runways (ft) Width (ft) Surface Based Aircraft Hangars

Hopedale
Industrial 18-36 3,172 90 Asphalt 18 Yes
Park
Mansfield 4-22 2,200 100 Turf e Yes
Municipa 14-32 3,498 75 Asphalt
Marthas 6-24 5,500 100
Vineyard 15-33 100 75 Asphalt 50 Yes
Nantucket 6-24 6,303 150
Memorial 12-30 4,000 100 Asphalt 38 Yes

15-33 3,125 50
New
Bedford 15423?2 g'ggg igg Asphalt 125 Yes
Regional ’
Norwood 10-28 4,001 75
Memorial 17-35 4,007 150 Asphalt 188 ves
Taunton 4-22 1,550 150 Turf -3 Vies
Municipal 12-30 3,500 75 Asphalt
Worcester 11-29 6,999 150
Regional 15-33 5,500 150 Asphalt % ves
Danielson 13-31 2,700 75 Asphalt 58 Yes
Groton /

5-23 5,000 150
New ’ Asphalt 33 Yes

" 4,000 150

London e
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640.03 Projections of Aviation Demand

Projections of aviation demand for the publicly owned airports in Rhode Iland are used in the
Rhode Island Airport System Plan (ASP) to help in determining if system airports have facilities
that are adequate to meet current and future demand. For the ASP, demand projections have been
devel oped through 2021. Projections of demand are used to identify the system’ s ability to fulfill
the capacity performance measure, aswell asto evaluate the individual benchmarks that have been
identified for this measure.

This chapter provides baseline projections of based aircraft and general aviation operations and
commercial service activity at Rhode Isand’s publicly owned airports. The projections are based
on a2001 baseline year asthat was the most reliable historic data available at the time of the
analysis. Since then, Landmark Aviation has developed a more thorough process for coll ecting
operations and enplanements data at five of the publicly owned airports. The forecasts for T.F.
Green Airport were completed in 2005 as part of the EI'S process and incorporated herein. When
available, this chapter includes the updated historic information to be used for informational
purposes only as the 2002-2005 data does not warrant reconsideration of the forecasts

Asisthe case with most projections and forecasts, they are only forecasts, and they are subject to
change based on factors not anticipated at this time such as drastic changesin fuel prices or
availability, development of new technol ogies, fluctuations in the economy, or natural manmade
disasters.

This chapter also presents an analysis of the services and facilities needed to realize higher rates of
future demand and it forecasts what could be expected if the state’ sairport facilities were
enhanced.

The assumptions and methodol ogies used to prepare basdine aviation demand projections for this
report are discussed in the following sections:

Section 03-01 General Aviation Forecasts
Section 03-02 T.F. Green Projections
Section 03-03 Summary

03-01 General Aviation Forecasts

The following sectionsinclude the forecast trends, considerations, based aircraft and operations
projections, commercial service, and military service for the general aviation airports. Note that
although Section 03-01 includes historic information for all Six public airports, projections for T.F.
Green are discussed separately in Section 03-02

03-01-01 General Aviation Industry Trends

In preparing a comprehensive system plan for the public use airportsin Rhode Iland, it is
important to have a general understanding of recent and anticipated trendsin the aviation industry
asawhole. National trends provide insight for the development of aviation activity projections
for the airports in the Rhode Iand Aviation System. Some trendsin the aviation industry will
undoubtedly have agreater impact on Rhode Iland than others; and it is possible that some trends
that are anticipated and discussed in this chapter may have no pronounced impact on the State's
aviation environment.

General aviation aircraft are defined as al aircraft that are not flown by commercial airlines or the
military. A pronounced declinein the generd aviation industry as a whole began in 1978,
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resulting in theloss of over 100,000 manufacturing jobs. Additionaly, aircraft production
dropped from 18,000 aircraft to only 928 aircraft in 1994. Following this decline, which |asted
throughout most of the 1980s and into the mid-1990s, the genera aviation industry and generd
aviation activity rebounded.

The enactment of the General Aviation Revitalization Act of 1994, which established an 18-year
Statute of Repose on the manufacturer of all general aviation aircraft and their components, in
terms of liability, signaled a sgnificant change in the industry. This Act spurred manufacturers
such as Cessna and Piper Aircraft to reenter the productions of single-engine piston genera
aviation aircraft. In January 1997, Cessna produced its first new single-engine aircraft since 1986.
Lancer International, Diamond Aircraft, and Mooney a so produced new piston aircraft.

The positive impacts that the Act had on the general aviation industry are reflected in recent
national statistics. Since 1994, statistics indicate an increasein genera aviation activity, an
increasein the active general aviation aircraft fleet, and an increase in shipments of fixed-wing
general aviation aircraft. However, these positive trends in the general aviation industry have aso
recently been dampened by arecessionary national economy and by the residual impacts of the
terrorist attacks of September 11, 2001. Almost al restrictions on generd aviation flying that
were implemented following September 11™ have now been lifted, and business and corporate
general aviation appear to be well positioned for recovery. New security measures at commercial
service airports have spurred corporate interest in general aviation, aswell. Because of safety
concerns and time savings, busi nesses and corporations have become increasingly interested in
how corporate or fractional aircraft ownership and charter services can better servetheir air travel
needs.

Specific trendsrelated to genera aviation activity, as identified in the FAA Aerospace Forecasts,
Fiscal Years 2002-2013, developed by the U.S. Department of Transportation and other national
groups, are discussed in following sections.

A. Aircraft Shipments and Billings

The General Aviation Manufacturers Association (GAMA) tracks and reports total
shipments and billings of general aviation aircraft. GAMA datistics for 2001 indicate a
declinein airplane shipments from figures reported in 2000. During 2001, U.S. generd
aviation aircraft shipmentstotaled 2,634 aircraft, a decrease of approximately of 6.6
percent from 2000, representing the first year of decreased demand for general aviation
aircraft since 1994. The economic recession in 2001 and events of September 11", led
directly to the overall declinein general aviation airplane shipments. All sectors of the
general aviation aircraft market, except business jets, experienced a decline.

Statisticsindicate that growth did occur in general aviation business jet shipments. A
number of factors contributed to theincrease in business jet shipments, including the
increasein the number of fractional ownership arrangements and theincreasein the
number of traditional corporate flight departments. The growth in thissegment is
attributed to increased business use of aircraft and the desire of corporate usersto operate
safe, efficient, and high-performance aircraft. These high-performance genera aviation
aircraft require airport facilities and services to be developed to ardatively higher and
more demanding standard, a factor that will be considered as system devel opment plans
areidentified in thisanalysis.

In addition to tracking generd aviation aircraft shipments, GAMA also tracks total
billings for general aviation aircraft, to both domestic and international customers.
During 2001, U.S. general aviation aircraft billings totaled over $8.65 hillion, an increase
of approximately 0.8 percent over billingsin 2000. Total billings for genera aviation
have nearly quadrupled since the early 1990s.
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Figure 640-03(1) presents U.S. generd aviation aircraft shipments and billings, on an
annual basis, over the period from 1990 through 2001.

Figure 640-03(1) Historic U.S. General Aviation Aircraft Shipmentsand Billings

GA Aircraft Shipment

3,000 ~

2,500 +

2,000 +

1,500 +

1,000 +

GA Aircraft Billings ($ million

500 -

0

1990 1991 1992 1993 1994 1995 1996 1997 1998 1999 2000 2001

mmmm Annual GA Aircraft Shipments GA Aircraft Billings

Source: General Aviation Manufacturers Association

B. Aircraft Fleet

The FAA annually tracks the number of active general aviation aircraft in the U.S.
Active aircraft are those aircraft that are currently registered and fly at least one hour
during theyear. By tracking thisinformation, the FAA is ableto identify trendsin the
total number of active aircraft, aswell asthe types of aircraft operating in the active fleet.
Assummarized in Figure 640-03(2), nearly all areas of general aviation aircraft
experienced strong growth between 1996 and 2001. Total active aircraft increased at an
average annua rate of 2.5 percent over theladt five years. Jet aircraft experienced the
largest growth, up over 10 percent per year on average between 1996 and 2001. Based
on estimates in the FAA Aerospace Forecasts, Fiscal Years 2002-2013, the active genera
aviation aircraft fleet isanticipated to increase at amuch lower rate, from 221,213 aircraft
in 2001 to 245,965 in 2013, representing an average annua growth rate of approximately
0.3 percent. Thislower rate of growth isdue primarily to the recent downturn in the
economy and to the anticipated retirement of older sngle engine aircraft of the active
fleet.

Figure 640-03(2) Projected U.S. Active General Aviation Fleet Mix

Annual Rate Annual Rate

1996 2001 2013 of Change of Change
Aircraft Type Actual Estimate Projection 1996-2001 2001-2013
Single-engine piston 137,401 148,000 152,000 1.50% 0.22%
Multiengine piston 16,150 21,000 20,700 5.39% -0.12%
Turboprop 5,716 5,750 5,950 0.12% 0.29%
Jet 4,424 7,150 10,850 10.08% 3.54%
Rotorcraft 6,570 7,150 7,510 1.71% 0.41%
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Other 1/ 20,869 27,100 28,250 5.36% 0.35%
TOTAL 191,130 216,150 225,260 2.49% 0.34%

Source: FAA Aerospace Forecasts, Fiscal Years 2002-2013

Note: 1/ Includesaircraft classfied by the FAA as experimental and other

As shown in Figure 640-03(2), the total active aircraft fleet is forecast to experience an
average annual growth rate of lessthan ahalf percent between 2001 and 2013. One of
the most important trendsidentified by the FAA in these forecasts isthe relatively strong
growth anticipated in active general aviation jet aircraft. Thistrend illustrates a
movement in the general aviation community towards higher-performing, more
demanding aircraft. Growth in general aviation jet aircraft is projected to significantly
outpace growth in all other segments of the general aviation aircraft fleet. Turboprop,
rotorcraft, and other aircraft are projected to experience an average annual growth rate
between 0.29 and 0.41 percent per year over the forecast period, while the number of
active multi-engine piston aircraft is anticipated to decline over the forecast period.

C. Hours Flown

Hours flown in genera aviation aircraft were at a 16-year low in 1994, but experienced a
strong increase between 1994 and 1999. Hours flown fel slightly between 2000 and
2001. Figure 640-03(3) diagrams genera aviation hours flown from 1993 and 2001 and
projected hoursflown through 2013. According to the FAA, the active general aviation
fleet isforecast to grow by 0.3 percent annually during that 12-year period, and the
projected average annua rate of growth in hours flown isforecast at 1.1 percent. By
2013, hours flown by general aviation aircraft are estimated at 32.9 million, compared to
29.0 millionin 2001.

Figure 640-03(3) Historic and Projected Total U.S. General Aviation HoursFlown
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D. Business Use of General Aviation Aircr aft

Many businesses throughout the U.S. depend on scheduled commercia service airlines,
aswell ason general aviation aircraft, to add to their productivity and efficiency. The
Rhode Idand Airport System is essentid to businesses throughout the State, operating as
an effective conduit to clients, as well asto corporate and manufacturing facilities.
Without an efficient airport system, the State would be hampered inits ability to
participate in an increasingly global marketplace. Thereis often no practical aternative to
air transportation in today’ s marketplace. Business aviation not only supports the
economic vitaity of individual companies, but also for the State as awhole. In order to
support growing business activity, decisions impacting the development of Rhode
Idand’s Airport System are critical to the overall economic health of the State.

Business aviation is one of the quickest growing facets of genera aviation, and consists
of companiesand individuals usng aircraft asatool to improve efficiency and
productivity in their businesses. Many of the nation's |eading employers who utilize
general aviation are also members of the National Business Aircraft Association
(NBAA). Datafrom NBAA show that many of thetop U.S. businesses use generd
aviation aircraft. Specifically, the NBAA's Business Aviation Fact Book 2001 indicates
that approximately 69 percent of all businesses included in the Fortune 500 operate
genera aviation aircraft. Additionaly, 89 of the Fortune 100 companies operate general
aviation aircraft.

Business use of generd aviation aircraft ranges from therental of small, sngle-engine
aircraft to multiple aircraft corporate fleets that are supported by dedicated flight crews
and mechanics. The use of general aviation aircraft allows employersto efficiently
transport priority personnel and air cargo. Businesses use generd aviation aircraft to link
multiple office locations and to reach exigting and potential customers. The use of
business aircraft by smaller companies has escalated as various chartering, leasing, time-
sharing, interchange agreements, partnerships, and management contracts have emerged.

NBAA statistics support thisfact by demonstrating that the number of companies
operating business aircraft increased from 6,584 in 1991 to 9,317 in 2000, an increase of
approximately 40 percent. Fractional ownership arrangements have a so experienced
rapid growth. In 1999, NBAA estimated that 2,591 companies used fractional ownership
arrangements; by 2000 that number had grown to 3,694 companies, a growth of over 40
percent in asingle year.

E. Summary

The trends analysis sets a stage for understanding how aviation activity in Rhode Idand
comparesto general aviation activity in the U.S., and it establishes a basis for predicting
how aviation may be expected to grow and changein the future. Having this frame of
reference is essential to developing redlistic projections of aviation demand and to
identifying viable alternatives for improving Rhode Idland’ s Airport System.

Notwithstanding the limitation that has been noted for the based aircraft and aircraft
operation data, it is important to understand the sensitivity of the ultimate forecast
numbers on the role and development needs on the individual arports. In many
situations even a substantive change in the forecasts may not trigger a change in the
airport role or development requirements. This may especially apply to some of the GA
airportsin RI that have such alow number of operations (10,000 +/- in 2021). That isnot
to say, that certain facilities do not need to be upgraded to meet current FAA standards,
or that runway length at some airports may be marginal, or that additional facilities and
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amenities are needed as the pilot survey indicates. What the numbers do say is that the
GA airportsin the Rl system remain reasonably stable throughout the planning horizon.

Areasthat may require more detailed analyses are typically examined more extensively at
the airport master plan level. For example an airport master plan has been initiated at
Newport State Airport to examine the airport needs in more detail and it includes new
forecasts. The T.F.Green section of this ASP in fact utilizes the forecast analysis from
the EIS because it is far more comprehensive than the modest effort in the ASP. Clearly
the forecast at amajor arport such as PVD is based on more accurate base data and relies
heavily on national and regional trends It also addresses alternative scenarios with
respect to the role of the airport. Ultimately it serves as the supporting statement of
“purpose and need” for the project.

In any event as the system changes the data and forecasts need to be examined on a
routine basis to ensure that the performance of the system isbeing maintained.

03-01-02 General Aviation Forecast Consider ations

General aviation activity represents all facets of civil aviation, except activity by certificated route
air carriers, commuters, and the military. All airports being evaluated in the Rhode Island ASP,
accommodate some level of genera aviation activity. Projections of based aircraft, fleet mix, and
general aviation operations were prepared for the system airportsin the State of Rhode Isand
(excluding T.F. Green). These demand indicators are most indicative of each airport’ s future
activity levels. These demand components are defined asfollows:

Based aircraft - Thetotal number of active general aviation aircraft that are either
hangared or tied down at the airport on a permanent basis.

Fleet Mix - Thetype of aircraft that operate or are based at an airport (i.e. single-engine,
multi-engine, jet, etc.)

Operations- An operation is defined asalanding or atakeoff. Both alanding and a
takeoff, such asatouch-and-go, account for two operations.

General aviation activity is influenced by factors such aslocal population, employment, income
levels, the cost of flying, and the number of based aircraft at an airport. Several methodologies
were considered in order to develop the projections presented in this chapter. Preferred baseline
projections, presented in this chapter, are based on the following considerations:

The higoric and current condition of Rhode Island’ s airports
The higtoric and current aircraft sales and use tax in Rhode 1dand
Historic record keeping at Rhode Island’ s airports

Each of these considerationsis discussed below. Based on changes to the aforementioned over the
20-year forecast period and an airport user needs survey, this chapter explains how basdine
projections presented in this chapter could be impacted.

A. Condition of Rhode Island’s Airports

The Rhode Island Department of Transportation (RIDOT) owns the five public-use
genera aviation airportsin Rhode Island, along with T.F. Green. Throughout much of
the 1980’ sand into the 1990’s RIDOT made little investment in or improvements to the
genera aviation airportsin Rhode Island. During thistime, RIDOT put nearly all its
resources into developing T.F. Green. Even the commercia service entitlement funds
received by the Westerly and the Block Idland Airport were soent on development at T.F.
Green. During thistime, however, the condition of the genera aviation airportsin Rhode
Island steadily deteriorated.
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In 1992, Rhode Island Airport Corporation (RIAC), aquasi-public State agency was
formed to assume the responsibility of operating Rhode Island’ s six publicly owned
airports. At thetime RIAC was formed, the general aviation airports were not keeping up
with many of FAA’s current airport design standards. Over the last ten years, RIAC has
been rehabilitating the airports to meet these standards. Thiswork is still in progress.
RIAC has worked closdy with Landmark Aviation Services, the manager of the general
aviation airports, to make the general aviation arports sdf-sufficient entities.

Dueto the condition of the general aviation airports, RIAC has not actively marketed the
airportsto corporate and leisure users. Facilities and services are not currently in place to
compete effectively with airportsin neighboring states. Thefacilities and services
desired for each airport as determined by the user needs survey are discussed at the end of
this Chapter. Until many of these facilities and services arein place, it isassumed that
Rhode Idand’ s generd aviation airports will have growth that isreflective of a “business
as usual” scenario.

B. Rhode Idand Aircraft Salesand Use Tax

An important consideration in the forecast istherecent repeal of the state aircraft sales
and use tax. Therepeal, effective January 1, 2005, exempts the sale, storage, use or other
consumption of new or used aircraft and aircraft parts from taxation. The signing of the
legidation places Rhode Island on par with its neighboring states (M assachusetts and
Connecticut) providing equitable tax treatment for aircraft owners. Prior to the repeal,
many aircraft purchasers may have chosen to base their aircraft in Massachusetts or
Connecticut to avoid the seven (7) percent sdlestax. Similarly, the seven (7) percent tax
on parts and service, payable in Rhode Idand, may have influenced aircraft ownersto
service their aircraft outside the state. Consequently, Rhode Idand’ s ability to attract
aircraft may have been negatively influenced by competition from adjacent states for
based aircraft and aircraft maintenance. As aresult, the GA market in terms of growth
has been fairly stagnant or on the decline.

Upon further review, the Rhode Island based aircraft populations actually began to
declinein 1994, prior to the aviation tax repealsin Connecticut and Massachusetts, which
took placein 1997 and 2001.

Itisnot exactly clear when Rhode Island originaly introduced the aircraft sales and use
tax; however it isbelieved that atax increase to seven (7) percent from six (6) percent
imposed on July 1, 1992 may have also played arole in the decline of based aircraft,
especially that period between 1994 and 1997. Similar to the tax repeals, thisincrease
also put Rhode Island at a disadvantage, because both Connecticut and Massachusetts
wereimposing alesser tax rate on both aircraft sales and utilization. Prior to their repeals,
Connecticut imposed a six (6) percent aviation tax, while Massachusettsimposed a five
(5) percent tax, compared to seven (7) percent in Rhode Island.

The higoric trends also indicate that since 2001, the Rhode Idand aircraft population has
actually increased to 324 from 305 in 2005 or approximately six (6) percent. Overall, itis
apparent that the Rhode Island aircraft population has fluctuated over the last 15 years.
However, since 2001 the based aircraft population data reflects limited positive growth,
which should be sustained as aresult of the recent aviation tax repeal. It isanticipated
that Rhode Idand aircraft owners may explore opportunitiesto base their aircraft in
Rhode Island rather than the adjacent states, which in turn, should also have a positive
effect on business at aviation support facilities.

It isimportant to note, that the Rhode Island aircraft population will only increaseto the
extent that supporting infrastructure alows. In other words, if facilities such astie-downs
and hangars aren’t avail able or devel oped to meet associated levels of demand, then the
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aircraft population growth may be limited due to physical constraints. Therefore, it will
be critical to accommodate thistrend in future activity levels, possibly further enhanced
by the 2005 tax repeal, and plan to devel op future airport facilities to absorb potential
new based aircraft.

C. Historic Airport Activity

For the Rhode Idand ASP, reliable historic general aviation data for each airport in the
system was not readily available for all activity indicators. All general aviation airports
in Rhode Idand are non-towered, with the exception of Quonset. Thetower at this
airport is contracted and paid for by the military. Assuch, the operational counts at this
tower are not published by the FAA. Asaresult, annual operations for Quonset and non-
towered airports are the operator’s “best estimate” of the takeoffs and landingsthat their
airport serves each year. Typically, greater confidence can be placed in the historic based
aircraft data; based aircraft can be more easily counted than operations. However, in
Rhode Island, due to the seasonal influx of residents and visitors during the summer
months, based aircraft counts can also vary at each airport, depending on what time of the
year they aretaken. Other reasons for the inconsistencies in based aircraft and operations
reported historicaly for Rhode Island’ s airports include the change in airport
management in the1990s and counting methods used by RIDOT versus those used by
RIAC. In 2001, RIAC, together with Landmark Aviation Services, outlined appropriate
counting procedures for the publicly owned airportsin the State. However, because of
the historic counting inconsistencies, it is difficult to derive statistically valid historic
trends at Rhode |dand airports from which to project general aviation activity.

Historic statewide based aircraft are presented in Figure 640-03(4). In 2001, 326 aircraft
were based at Rhode Island’ s publicly owned airports. This does not include military
aircraft, nor does this number include aircraft based et privately owned airports. As
shown in Figure 640-03(5), according to the datareported by Landmark Aviation
Services and the FAA’s Terminal Area Forecasts, the number of based aircraft in Rhode
Idand hasfluctuated. Asnoted earlier, thistrend may be the result of reporting errors or
inconsistencies. It ispossible that prior to RIAC’'s management of the airports, based
aircraft at one or al of the airports may have been over-reported. The greatest confidence
can be placed in the 2001 based aircraft counts. Morerecent based aircraft dataisnot
currently available.

Figure 640-03(4) Historic Based Aircraft in Rhodeldand (Excluding Military)

Y ear
1991
1992
1993
1994
1995
1996
1997
1998
1999
2000
2001

Block North T.F. Statewide
Isand Newport Central Quonset Green Westerly Total
13 35 157 21 79 71 376

13 37 168 21 77 71 387

13 34 168 24 77 71 387

7 30 168 20 96 75 396

6 20 168 20 88 75 377

6 18 144 18 88 75 349

8 20 144 19 83 75 349

8 24 144 20 83 75 354

7 26 117 22 75 68 315

7 26 115 24 72 68 312

7 26 115 19 75 84 326

Sources: Terminal Area Forecasts; Landmark Aviation Services
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Figure 640-03(5) Historic Based Aircraft

Based Aircraf

1991 1992 1993 1994 1995 1996 1997 1998 1999 2000 2001

EBlock Island ENewport HENorth Central DOQuonset MT.F.Green EWesterly

Sources Terminal Area Forecasts, Landmark Aviation Services

Figure 640-03(6) presents each airport’ s share of the statewide 2001 based aircraft.

North Central captured 35 percent of the statewide based aircraft. About 26 percent of
the based aircraft in Rhode Idand were located at Westerly Airport and 23 percent were
based at T.F. Green. Robert F. Wood Airpark, Quonset, and Block Island each accounted
for lessthan 10 percent of the statewide based aircraft.

Figure 640-03(6) Airport Share of Rhode Island’ s 2001 Based Aircraft

Westerly
25.8%

Block Island Newport
2.1% 8.0%

North Central

T.F. Green
35.3%

23.0% Quonset
5.8%

Source: Landmark Aviation Services

Historic annual general aviation operations are presented in Figure 640-03(7). Similar to
based aircraft, general aviation operations “reportedly” experienced an overall decline
between 1991 and 2001. Genera aviation operationsat T.F. Green are based on actual
tower counts. General aviation operations at T.F. Green were down nearly 50 percent
between 1991 and 2001. Since the time of thisanalysis, more recent historic information
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was collected from Landmark Aviation Services for years 2002 through 2005 which aso
shows a continuing declinein total operations for the system although certain individual
airports are seeing an increase. According to the T.F. Green Master Plan, much of the
smaller general aviation aircraft activity previousy being accommodated at T. F. Green
has relocated to North Central Airport in that this airport serves as areliever facility for
general aviation activity. Also, asnoted in Chapter 640.02-02-02, North Central Airport
(SF2) Inventory, afull accounting of based operations at North Central has not
traditionally occurred, in that only aircraft that have been based specifically with
Landmark Aviation Services, and not the other FBOs, have been included in the based
aircraft operational totals. In order to establish an operations baseline that accurately
reflected the current operations at the airport, interviews were conducted with
representatives of each of the airport’'s FBOs. Through this process, an updated total of
65,000 operations was established for the airport, and isreflected below. Sincethen,
more recent data has been coll ected reflecting a continuing decline since 2001.

Figure 640-03(7) Historic General Aviation Operations

Block North T.F. Statewide
Y ear Isand Newport Central  Quonset Green Westerly Total
1991 13,658 20,507 85,896 20,802 89,707 17,058 247,628
1992 16,020 17,706 88,896 14,581 68,030 15,810 221,043
1993 16,562 13,753 75,118 19,252 53,128 15,935 193,748
1994 12,908 15,984 84,338 19,252 53,479 16,006 201,967
1995 12,504 16,824 59,537 13,289 63,661 8215 174,030
1996 9,124 8,137 37,464 6,576 59,063 6,600 126,964
1997 12,269 11,059 28,411 9,123 64,808 4,534 130,204
1998 12,832 13,533 41,054 10,534 66,583 9,369 153,905
1999 11,419 11,405 53,980 7,368 62,410 7,617 154,199
2000 10,755 13,521 41,984 8,767 55,000 9,453 139,480
2001 9,674 12,485 65,000 7,927 45,095 6,585 146,766
2002 10,799 16,091 48,015 11,193 43,937 7,854 137,869
2003 11,504 18,454 32,108 12,964 42,878 10,821 128,729
2004 10,912 19,151 24,880 15,782 36,646 15,696 123,067
2005 12,794 18,699 29,510 15,333 TBD 16,206

Sources: Terminal Area Forecasts; Landmark Aviation Services, Tower Counts
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Asdepicted in Figure 640-03(8), there appears to be a downward trend in genera
aviation activity. However, it ishighly probable that operations were reported differently
in various years. There may not have actually been the declinein annual general aviation
operations as shown, Smply a more accurate counting of annual operationsin recent
years.

Figure 640-03(8) Historic General Aviation Operations
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O Block Island B Newport B North Central O Quonset B T.F.Green B Westerly

Sources: Terminal Area Forecasts; Landmark Aviation Services

About 44 percent of total statewide general aviation operations occurred at North Central
in 2001, as shown in Figure 640-03(9). Over 30 percent of statewide general aviation
operations took off and landed at T.F. Green. Lessthan 9 percent of the statewide
general aviation operations occurred at each of the remaining airports in Rhode Iland.

Figure 640-03(9) Airport Share of Rhodeldand’s 2001 General Aviation Operations

Westerly Block Island
T.F.Green 4.5% 6.6%

30.7%

Newport
8.5%

Quonset
5.4% North Central

44.3%

Source: Landmark Aviation Services
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03-01-03 Baseline Projection of Based Air cr aft

Several methodol ogies were considered to project based aircraft at the five study airports. Asa
reminder, the methodol ogies and results for T.F. Green are discussed separately in Section 03-02.
These methodol ogies included trend analysis, market share, and methodol ogies based on
socioeconomic factors. Based on the lack of confidence placed in the historic based aircraft
counts, it was not possible to project based aircraft for Rhode Idand’ sairports using trend anaysis
or traditiona regression analysis techniques. Due to the “reported” downward trend in based
aircraft, it was also difficult to develop projections of based aircraft using socioeconomic factors
such as population, employment, and income. Rhode |sland experienced positive socioeconomic
and demographic growth throughout the 1990's. Reasonably, this positive growth would trand ate
directly into positive growth in general aviation. However, this positive growth did not correlate
with based aircraft trends for the same period. Rhode Island’s soci oeconomic and demographic
indicators show an inverse relationship with the trendsin general aviation that have been reported
for the State.

Recognizing theinconsistency of these factors and on the data availabl e, viable methodol ogies that
are available to project based aircraft are limited. After review of available activity data for study
airports and after consideration of methodol ogies that could be used to project based aircraft, a
market share methodol ogy was selected as the sole projection technique for this demand factor.
The FAA’smost recent projection of U.S. active general aviation aircraft was used to project
based aircraft for Rhode Island’ sairports. The selected methodol ogy used a top down approach.
(See Figure 640-03(10).) For this methodology, Rhode Island’ s share of total U.S. active generd
aviation aircraft in 2001 was assumed to remain constant throughout the forecast period. Based on
this assumption and using the FAA Aerospace Forecads Fiscal Years 2002-2013, a statewide
projection of based aircraft for Rhode |land was devel oped.

Using this approach, statewide based aircraft are projected to increase from 251 in 2001 to 269 in
2021, an average annua growth rate of 0.36 percent. By applying each airport's current market
share of statewide based aircraft in 2001, individual arport projections of based aircraft were
produced.

Figure 640-03(10) Prgjections of Rhodeldand’sBased Aircraft

2001
Market Projected Based Aircraft
Airport 2001 Share 2006 2011 2021
Block Island 7 2.8% 7 7 8
Robert F. Wood Airpark (Newport) 26 10.4% 26 27 28
North Centra 115  45.8% 115 118 123
Quonset 19 7.6% 19 20 20
Westerly 84  33.5% 84 86 90
Statewide Total (excl. T.F.Green) 251 100.0% 250 258 269
FAA U.S. Active Aircraft 216,150 215,690 222,410 232,053
RI % of US 0.12% 0.12%  0.12% 0.12%

Source: Wilbur Smith Associates

It should be noted that these baseline projections of based aircraft reflect a continuation of historic
conditions. These projections do not consider additiona demand that could be realized through
either, or a combination of, improved facilities and services at study airports or arepeal/reduction
of the State tax on genera aviation aircraft sales and services.
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A. Based Aircraft Fleet Mix

Figure 640-03(11) presents the 2001 based aircraft fleet mix for the system airportsin
Rhode Island. In projecting the statewide based aircraft fleet mix, consideration was
given to the continually changing national active genera aviation aircraft fleet and the
existing fleet mix in the State. Figure 640-03(12) presentsthe based aircraft fleet mix for
Rhode Idand and the active general aviation aircraft fleet in the U.S. The share of muilti-
engine and jet aircraft in the State fleet was higher than the share for the U.S. flegt. Other
aircraft, which includes helicopters, gliders, ultralights, and other experimental aircraft,
composed over 6 percent of the national active aircraft fleet. There was only one aircraft
in the other category in Rhode Island (located at Westerly) or less than one percent of the

State’ s fleet.

Figure 640-03(11) 2001 Based Aircraft Fleet Mix at Rhodeldand Airports

Airport Single Engine
Block Island 7
Robert F. Wood Airpark

(Newport) 24
North Central 100
Quonset 17
Westerly 66
State Total (excl. T.F. Green) 214

Source: Landmark Aviation Services

Note: *Other includes helicopters, gliders, ultralights, and other experimental aircraft.

Figure 640-03(12) Comparison of 2001 Rhodeldand and U.S General Aviation Fleet

2001 RhodeIsland Based Aircraft
(including T.F. Green)

Sources: Wilbur Smith Associates; FAA Aerospace Forecasts Fiscal Years 2002-2013
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2001 U.S. Active Aircraft

The FAA asserts, in the FAA Aerospace Forecasts FY 2002-2013, that there will be
strong growth in active general aviation jet aircraft. Thistrend illustrates amovement in
general aviation toward more sophisticated, higher performing, and more demanding
aircraft. Thistrend will impact the types of activity occurring at general aviation arports
and the types of facilities and services required at those airports. The FAA projects that

the percentage increase in jet aircraft will significantly outpace growth in other

components of the general aviation aircraft fleet. Single engine and multi-engine aircraft
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in the national fleet are projected to experience an average annual growth rate of less than
0.5 percent per year over the forecast period.

For thisanalysis, a based aircraft fleet mix for each arport and the State as awhole was
devel oped through 2021. Figure 640-03(13) presents the based aircraft fleet mix for
Rhode Idand. It isprojected that, in 2021, single-engine aircraft will account for 80.7
percent of thetotal based aircraft in Rhode Idand. Jet aircraft will experience the largest
increase, comprising 5.4 percent of Rhode Idand’ stotal based aircraft in 2021, compared
to 3.7 percent in 2001.

Figure 640-03(13) Projection of Based Aircraft Fleet Mix in Rhode ldand in 2021

Airport Single Engine Multi-Engine Jet  Othe U
Block Island 8 0 0 0
Robert F. Wood Airpark

(Newport) 26 2 0 0
North Centra 106 17 1 0
Quonset 17 2 1 0
Westerly 71 15 3 1
State Total (excl. T.F. Green) 228 35 5 1

Source: Wilbur Smith Associates

Note: * 1/ Other includes helicopters, gliders, ultralights, and other experimental aircraft.

03-01-04 Baseline Projection of General Aviation Operations

The projection of operational demand at an airport determines the need for airside improvements.
Total annua operationa demand can consist of several types of activity including air carrier,
military, air taxi, and general aviation. For those airports with scheduled commercial air service,
air carrier activity was projected separately, in a subsequent section. For those airports with
annua military operations, the military operations were subtracted from the total operational
estimate, as were commercial operations, to arrive at an annual general aviation activity level for
each system airport. Air taxi operationsare included in the general aviation operations
projections. Note that although more recent historic information is currently available through
2005, it does not warrant reconsideration of theforecasts. Therefore, the basdine year of 2001 is
maintained.

Several methodol ogies were investigated to project general aviation operations for 2006, 2011,
and 2021. Asdiscussed previoudy, theinherent limitationsin the historic datafor general
aviation operations makes it impossible to devel op projections based on historic operational
growth. The“reported” declinein general aviation operations prevents development of forecasts
using traditional techniques such astrend analysis or regression. A model using socioeconomic
factors, such as population, may generate higher forecasts than anticipated.

The average annud growth rate of general aviation aircraft hours flown, projected by FAA, was
used to project genera aviation operations at Rhode Island’ ssystem airports.  According to
forecasts in the FAA Aerospace Forecast FY 2002-2013, hours flown by general aviation aircraft
are projected to increase 1.1 percent per year, on average, over the forecast period. It isassumed
that general aviation operations in Rhode Island will increase similar to the U.S. asawhole.

Figure 640-03(14) presents the baseline projection of genera aviation operations at each of Rhode
Island’ sairports. Operations at the airports (excluding T.F. Green) are projected to grow slowly at
0.6 percent per year on average between 2001 and 2006. Over the next 15 years (2006 to 2021),
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growth in general aviation operations at Rhode Island’ s airportsis projected to grow at a higher
average annua rate (1.3 percent). General aviation operations at system airports are projected to
reach 128,000 by 2021, up from nearly 102,000 in 2001. This represents an average annual
growth rate of 1.1 over the entire forecast period.

Figure 640-03(14) Projection of General Aviation Operations at Rhode Island Airports

Projected General Aviation Operations

Airport Actual 2001 2006 2011 2021
Block Island 9,674 10,000 10,800 12,300
Robert F. Wood Airpark

(Newport) 12,485 12,800 13,800 15,700
North Central 65,000 66,900 72,000 81,700
Quonset 7,927 8,200 8,800 10,000
Westerly 6,585 6,800 7,300 8300
State Total (excl. T.F. Green) 101,671 104,700 112,700 128,000

Sources: Wilbur Smith Associates

Again, the baseline genera aviation operational projections assume that historic conditions could
continue to suppress future demand.

Local/ltinerant Split

The split between local and itinerant general aviation operations was projected for each
of the Rhode Island system airports. The FAA defineslocal operations as operations
performed by aircraft that:

Operatein thelocd traffic pattern or within sight of an airport

Are known to be departing for or arriving from flight in local practice areas|ocated
within a 20-miles radius of the airport, or

Are expecting smulated instrument approaches in low pass at an airport.

Itinerant operationsare al other operations, including air taxi. Figure 640-03(15)
presents the 2001 |ocal/itinerant splitsfor the system airports. Overall, 36 percent of the
State's genera aviation operationswere local operations. Block Idland had the fewest
local operations, with only 5 percent of its total general aviation operationsin 2001.
Robert F. Wood Airpark, North Central, and Westerly each had approximately half local
operations and half itinerant operationsin 2001.

Figure 640-03(15) 2001 L ocal/ltinerant Split of General Aviation Operationsat Rhode |l dand Airports

Total

General

Local Percent Itinerant Percent  Aviation

Airport Operations  Local Operations Itinerant Operations
Block Island 521 5% 9,153 95% 9,674
Robert F. Wood Airpark (Newport) 6,060 49% 6,425 51% 12,485
North Central 31,157 48% 33,843 52% 65,000
Quonset 2,021 25% 5,906 5% 7,927
Westerly 3439 52% 3,146 48% 6,585
State Total (excl. T.F. Green) 43,198 42% 58,475 58% 101,671

Sources. FAA Form-5010
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Figure 640-03(16) reflects how each airport’ s split between local/itinerant general
aviation operationsis expected to change by 2021 Thelocal/itinerant split at the five
genera aviation airportsin the State is projected to remain unchanged throughout the
forecast period.

Figure 640-03(16) 2021 Projection of Local/ltinerant Split at Rhode Idand Airports

Total General

Local Percent [tiner ant Per cent Aviation

Operations Local Operations Itinerant Operations

Block Island 700 5% 11,600 95% 12,300

Robert F. Wood Airpark (Newport) 7,600 49% 8,100 51% 15,700

North Centra 39,200 48% 42,500 52% 81,700

Quonset 2,500 25% 7,500 75% 10,000
Westerly 4,300 52% 4,000 48%

State Total (excl. T.F. Green) 54,300 42% 73,700 58% 128,000

Sources: Wilbur Smith Associates
03-01-05 Commer cial Service Projectionsfor Block Idand and Westerly

Besides T.F. Green, there are two other airports in Rhode Idand with scheduled commercial air
sarvice. New England Airlines, a FAR Part 135 operator, operates scheduled nonstop service
between Westerly and Block Idand. This service is provided with single and multi-engine piston
aircraft. New England Airlines operates a unique schedule, expanding during the high tourist
season. Between Memorial Day and Labor Day, New England Airlines schedules hourly service
between Westerly and Block Idand. In the off-season, the carrier operates nonstop service every
other hour between Westerly and Block Idand. Based on the nature of this service, many national
commercial service trends do not have the same impact on Westerly and Block Idand ason a
larger airport served by more traditional commercia carriers, like T.F. Green.

Commercial service activity projections were developed for both passenger enplanements and
annual airline operations at Block Idand and Westerly. Calendar year 2001 was used asthe base
year for these projections. Projections for T.F. Green, developed in conjunction with the airport’s
master planning process are summarized in the next section.

It isimportant to note that annual enplanementsfor aparticular airport isan important lement in
receiving funding from the FAA. An airport having over 10,000 annual enplanements, known asa
Primary Service airport, can receive annual Entitlement grants from the FAA which ismoney that
can be spent on projects the FAA deems eligible.

A. Enplanements

Figure 640-03(17) provides a summary of historic enplanements at Westerly and Block
Idand. Enplanements at each airport tend to mirror each other. After adrop in
enplanementsin the early 1990s, enplanements at both airportsremained relatively
unchanged for five years. Enplanementsrose again dightly in the late 1990s, but fell in
2000. In 2001, 20,400 passengers enplaned scheduled flights at Block Island and
Westerly, down from 27,600 ten years earlier. Thisrepresents an average annual decline
of 2.9 percent between 1991 and 2001. Recently collected historic information from
Landmark Aviation Services reflects a continued decline since 2001 aslisted below. As
areminder, data from 2002 through 2005 is for informational purposes only asit does not
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warrant reconsideration of the forecasts. The forecasts continue to use 2001 a basdline

year.
WST BID

2002 9,120 9,245

2003 7,828 8,085

2004 71,224 7,003

2005 7,640 7,746

Figure 640-03(17) Historic Enplanements at Block Island and Westerly Airports

16,000

o M/'\ SN
\-/‘

10,000

8,000

6,000

Scheduled Enplanements

4,000

2,000

0

1991 | 1992 | 1993 | 1994 | 1995 | 1996 | 1997 | 1998 | 1999 | 2000 | 2001
-—&—Block Island |13,801|10,994|10,984|10,906|11,717|10,628|14,253|13,432|13,245|10,691|10,947
Westerly 13,785|11,556|11,204|11,048|12,089|11,327|12,502|12,316|12,342|10,263| 9,534

Sources: FAA Terminal Area Forecast; Landmark Aviation Services

Commercial service enplanement projections are prepared to provide a basis for
determining the general adequacy of the airports to meet the Rhode Island’ s unique needs
for air travel to Block Island. For thisPlan, two forecast scenarios were devel oped for
commercial service enplanementsat Block Idand and Westerly. The preferred baseline
projections were devel oped using a market share approach in which airport specific
trends and conditionsin aviation were compared to national trends and conditionsin
aviation during the same historical period. This approach allows the use of the approved
national forecasts published by the FAA, but also takes into account historical trendsin
activity.

1) Block Isand

Through discussions with New England Airlines, the carrier does not have any plansto
increaseits fleet or scheduled operations throughout the forecast period. Based on this,
enplanements at Westerly and Block Idand are projected to experience minima growth
over that period. Combined with an historic declinein U.S. market share, the preferred
basdline enplanements projection for Block Idand uses a decreasing market share
approach.

Using this approach, enplanements at Block Island are projected to reach 14,300 by 2021;
an average annua growth rate of 1.3 percent between 2001 and 2021. (See Figure 640-
03(18).) Using this decreasing market share approach, the resultant growth in
enplanementsis dightly higher than the most recent Termina Area Forecast (TAF)
projection for commercial enplanements at thisairport. The FAA projects 11,300
enplanements by 2015. The FAA projection uses 2000 data and represents an average
annual growth rate of 1.0 percent over the FAA's 15-year forecast periodFigure 640-
03(18) Enplanement Projections For Block Idand
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2) Westerly

The projections of enplanementsfor Westerly were based on the same assumptions as the
enplanement projections for Block 1land. Based on historic enplanements trends and
discussions with New England Airlines, a decreasing market share of total U.S.
enplanements was chosen asthe preferred methodology to project thisairport’s future
enplanements. By applying this methodology, the airport’ s enplanements are expected to
increase at 1.8 percent per year on average over the planning period, reaching 13,600
annual enplanementsin 2021. The preferred projection is presented in Figure 640-
03(19). The preferred growth in enplanementsis dightly higher than the growth projected
for thisairport inthe TAF. The TAF projects enplanements at Westerly to increase 1.0
percent per year on average between 2000 and 2015, reaching 12,000 passengers
annually by 2015.
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Figure 640-03(19) Enplanement Projections For Westerly
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B. Commer cial Service Operations

Historic trendsin commercia service operations Block Idand and Westerly are provided
in Figure 640-03(20). Recently callected historic information from Landmark Aviation
Services reflects a continued decline since 2001 aslisted below. Asareminder, data
from 2002 through 2005 is for informational purposes only asit does not warrant
reconsideration of the forecasts. The forecasts continue to use 2001 a basdlineyear. In
2001, over 16,100 commercial service operations were scheduled at the two airports.
Scheduled commercial service operationsfel in the early 1990s and have remained
relatively unchanged since 1992. The basdine scenario reflects the preferred

methodol ogy for projecting commercia service operations through 2021.

WST BID
2002 7,264 7,546
2003 5,642 6,305
2004 4,628 5231
2005 5,041 5,793
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Figure 640-03(20) Historic Commer cial Service Operations at Block Island and Westerly Airports

25,000

20,000

15,000 -

10,000 -

Scheduled Commercial Operatio

5,000 -

1990

1991

1992

1993

1994

1995

1996

1997

1998

1999

2000

2001

Westerly

9,591

8,545

7,104

6,500

6,815

7,334

8,356

7,803

7,416

7,539

6,815

8,081

MW Block Island

10,248

9,101

9,282

8,126

7,809

8,075

7,056

9,060

8,489

8,390

7,367

8,081

Sources: FAA Terminal Area Forecast; Landmark Aviation Services

Figure 640-03(21) presents projected commercial service operations for Westerly and Block
Idand under the basdline forecast scenario, or high growth scenario, versus a TAF projection, or
low growth scenario. The basdline scenario applies amarket share methodology using each
airport’s share of commercial service operationsin New England, as projected by the FAA in the
Terminal Area Forecasts. Based on a decreasing share of New England’s commercial operations
over thelast decade, it is projected that thistrend will continue. Using this approach, 20,400
commercial service operations are projected to occur at Block Idand and Westerly combined by
2021, up from 16,200 annual operationsin 2001. The FAA TAF projects no growth in
commercial service operations a Block Idand and Westerly over there forecast period (2000-
2015).

Figure 640-03(21) Projection of Commercial Service Operationsat Block Island and Westerly Airports
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03-01-06 Military Activity Projections

In 2001, military operations occurred at two public use airports in Rhode Island, namely T.F.
Green and Quonset. Military activity varies with the palitica climate and variationsin
government funding. It isanticipated that the 2001 level of military operationswill remain
constant throughout the planning period at both airports.

03-01-07 Airport User Needsand Enhanced Growth Projections

Basdline projections of based aircraft, general aviation operations, and commercid service activity
for the Rhode Idand Aviation System Plan (ASP) were presented earlier in thischapter. The
projections were based on a“business asusud” scenario. The lack of even average quality
facilities or services at the general aviation airports has depressed the growth of general aviation
activity in Rhode Island. This chapter presents an analysis of the services and facilities needed to
realize these higher rates of future demand. Facilities and services needing improvement at each
Rhode Island general aviation airport were identified through an extensive surveying effort of
Rhode Island airport users.

Itisassumed that if the stat€' sairports are improved, aviation demand at Rhode Island’ s genera
aviation airportswill behave morelike the aviation demand at general aviation airportsin therest
of theU.S. Thereisa positive correlation between factors such as U.S. population and
employment and U.S. genera aviation demand. In Rhode Island, however, this correlation has
been inversely related. While population and employment in the State have increased over the last
10 years, reported general aviation demand has decreased. Rhode Island’ sinability to record
positive growth in generd aviation demand could be linked to the State’ s condition of the general
aviation airports. This chapter explores growth potentia that may result from changed conditions
in the State and at the airports.

A. User Facility and Service Enhancements

Rhode Island’ s generd aviation activity has been artificially suppressed by the lack of adequate
facilities and services at Rhode Island’ s general aviation airportsthat have not kept pace with
those provided at competing airportsin neighboring states. One action that must be taken to
stimulate Rhode Idand’ s genera aviation demand isto significantly upgrade each airport’s
facilitiesand services. Out of the following list, survey respondents were asked to indicate the
facilitiesthat needed to be provided or upgraded at the Rhode Island airport from which they fly or
base an aircraft. Respondents were asked to use ascale of 1-5, with 1 being the most important, to
reflect the relative need for each facility. Facilities and services ranked by the survey process
included the following:

§ Full Service Fixed Base Operator (FBO) § Precision/Instrument Approach
§ Fud (100LL) § Parald Taxiway

§ Fud (JET A) § Paved Taxiway

§ Aircraft Maintenance § Weather Reporting

§ Terminal FacilitiesPilot Lounge § Hangars

§ Restaurant § Paved Tiedowns

§ Ground Transportation (on-siterental car) § Additiond Auto Parking

§ Ground Transportation (courtesy car) § Increased Security

§ Additiona Runway Length § Lighting Requirements

§ Additional Runway Width § Other

Additionally, respondents were asked to specify the total runway length and width requirement
they would like to see at each airport. They were also asked to specify lighting and
instrumentation requirements, aswell as any other facilities that they would liketo see at a
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particular airport. In each survey, the respondents were asked: “If the improvements they noted
were made, would you increase the number of annual operations that you conduct at the specified
airport?’ If an increase was noted, the survey respondent was subsequently asked how many
additional operations would be made annually.

The surveys also asked respondents to identify the facility needs and upgrades at the Rhode Idand
airports other than the one that they based their aircraft at, typically fly out of, or completed their
transient pilot survey at. Respondents were asked that if their recommended upgrades were made
at these airports, how many additional operations each year would they perform at each respective
airport.

The results of the surveys are presented, on an airport-by-airport basis, in the following section.
The top facilities noted by survey respondents are ranked by the most popular responses.
Additiona commentsregarding Rhode Island airports are noted aswell.

1) Block Isand

From the three survey efforts, 71 pilots provided information on service and facility
upgrades that they would like to see at Block Iand. Thetop facility and service requests
at Block Island obtained from the survey results are asfollows.

Additional Runway L ength: The top response by pilots for upgraded facilities was a
runway extension a Block Island. Runway length requirements ranged from 3,000 to
3,500 feet, up from the current runway length of 2,501 feet.

Terminal Facilities/Pilot Lounge: Many of the airport usersindicated the need for a
new terminal building and pilot lounge.

Fuel (100LL): Whilethe pilotswith aircraft based at Block Island realized the
environmental constraintsto providing fue at the airport, many transient pilots noted that
it would be beneficial to have 100LL fuel offered at Block Idland.

Paved Tiedowns: The lack of paved tiedownsto park airplanes at Block Island was also
noted as a hindrance to additional operations at the airport.

Additional Aircraft Parking: Many survey respondents noted that they do not
necessarily need paved tiedowns at Block Idand. Respondents generally noted that they
would liketo see additiona aircraft parking (paved or unpaved) at the airport.

Precision Approach/ILS: A number of respondents noted that they would like Block
Island to have a precision approach, such asan ILS.

Parallel Taxiway: Several pilots also noted their desire for a paralle taxiway at Block
Idand.

Other facility and service improvements noted by Block Idand survey respondents
included a crosswind runway, courtesy car services, a “fair” resident tiedown charge, and
the elimination of landing fees. Based aircraft owners noted that hangars would dso be a
beneficial addition at Block Island. According to the surveying effort, if the
improvements listed above were made at Block Idand, the respondents aone would
make approximately 1,600 additiona annual operationsat the airport.

2) Robert F. Wood Airpark (Newport)

Thetop facility upgrades noted by pilots through the survey effort at Robert F. Wood
Airpark are listed below. Over 80 survey respondents noted some facility or service
changes they would like to see implemented at Robert F. Wood Airpark.

Hangars: Nearly every pilot with an aircraft based at Robert F. Wood Airpark noted that
additional hangars are badly needed at the airport. One pilot that currently bases their
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planein Massachusetts noted that while they would like to base their aircraft at Robert F.
Wood Airpark, no hangars were available, or even in existence.

Terminal Facilities/Pilot Lounge: Both based pilots and transient pilots noted that a
new or upgraded terminal building and pilot lounge is desperately needed at the airport.
One pilot noted that the airport’ s terminal should match the reputation of the area.
Restaurant: Mainly transient pilots noted that they would like to see a restaurant located
at theairport.

Full Service FBO. A full service FBO was also indicated as an important improvement
at Robert F. Wood Airpark. A few respondents to the surveys noted that a good,
dedicated flight instructor and aircraft rental source are needed.

Courtesy Car: Pilots noted that it would be nice to have a courtesy car at the airport
and/or shuttle service to downtown Newport.

Precision/Instrument Approach: A precision instrument approach was noted as an
important facility improvement for the airport. Many pilotsindicated that it would be
useful to have a GPS or ILS approach for Runway 4/22. It was also indicated that a
VASI on Runway 16/34 would be useful.

Additional Runway L ength: Pilotsalso indicated the relative need for arunway
extension at Robert F. Wood Airpark, namely on Runway 4/22. The desired runway
length noted by pilots ranged from 4,000 to 5,000 feet.

Parallel Taxiway: Several pilots noted the desirefor afull parale taxiway for Runway
16-34.

Other facility and service improvements at Robert F. Wood Airpark noted by pilots
participating in the surveying effort included aircraft maintenance, tiedown arealighting,
automatic access to the ramp for autos, and having an attendant on the field later than
5pm. If improvements were made to the airport, the survey respondents noted that would
conduct approximately 4,100 more operations at Robert F. Wood Airpark annually.

3) North Central

Approximately 118 pilots using North Central responded to the survey. Thetop facility
and service improvements at North Central noted in all survey results are as follows:

Restaurant: Pilots overwhemingly noted that arestaurant at North Central would be a
large asset to the airport.

Hangars: Both pilots with aircraft based at North Central and transient pilots indicated
that hangars should be constructed at the airport. One pilot suggested that RIAC improve
or replace the large aircraft storage hangar and build more T-hangars. Another pilot
noted that it would be useful if North Central had hangar space for overnight rental by
business aircraft users.

Courtesy Car: Nearly all of the pilots that filled out the Transient Pilot Survey at North
Central noted the need for a courtesy car. Onetransient pilot noted that, although North
Central ismost convenient to their office, they often fly into Norwood, Massachusetts
because their arrival istypically between 10 and 11 pm, and Norwood offersrenta cars
and a courtesy car.

Precision/Instrument Approach: Both pilots with arcraft based at North Central and
transient pilots noted the desire to have a precision approach to the airport. Many pilots
noted that an ILS would be most beneficial. One pilot noted that an ILS to Runway 5
would make it safer to land at the airport and would increase airport utility under poor
weather conditions. Pilots aso indicated that VASIs on Runway 5 would be helpful.

Full Service FBO: Several pilots noted that they would like to have a full service FBO at
North Central.

Terminal Facilities/ Pilot L ounge: Numerous pilotsindicated the desire for an improved
terminal building. Commentsincluded that the current termina is an “embarrassment
visually” and that the terminal should be “presentable’ and “moreinviting”.
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Aircraft Maintenance: Pilots with based aircraft at North Central and transient pilots
noted that it would be beneficial to have aircraft maintenance offered at the airport

Other facility upgrades noted on the surveys included afull parald taxiway for Runway
15/33, repaving of the ramp and Runway 5-23, improved apron and tiedown area
lighting, and the addition of an air traffic control tower. Survey respondents also pointed
out that the Unicom frequency (122.7) for North Central should be changed becauseitis
too congested. It was also noted that the airport should lower fuel prices to compete with
Massachusetts' s airports. Several pilotsindicated that skydiving operations at the airport
pose safety hazardsto other pilots. If RIAC addressed these noted facility and service
needs, the respondentsindicated that they would fly 3,800 additional operations at North
Centra annualy.

4) Quonset

Thetop facility and service upgrades and improvements for Quonset asnoted in all
surveys are listed below. The surveys were completed by 55 pilots either living in Rhode
Island or visiting the airport from out of state

Hangars: Pilots noted in the surveys that additional hangars are the most needed facility
upgrade at Quonset. One pilot noted that if Hangar 1 could be repaired for less than the
cost of tearing it down, it could provide space for many aircraft and businesses.

Aircraft Maintenance: Many pilots noted the need for a full time aircraft mechanic.
Full Service FBO: Pilotswith aircraft based at Quonset noted that FBO services are
needed. One pilot indicated that a modern but ssmple FBO would be a big asset at the
airport.

Terminal Facilities/Pilot Lounge: Many transient pilots noted that the terminal needsa
face-lift and anicer pilot lounge.

Restaurant: Transent pilots noted the importance of a full-service restaurant at the
airport.

Ground Transportation: Many transent pilots noted the need for ground transportation
services at thearport. Pilots would like to see either a courtesy car and/or rental car
capabilities at Quonset.

Increased Security: Several pilots noted the desire for increased security at Quonset.

Other facility upgrades noted by pilots included repaving the ramp, runways, and
taxiways; afull parallel taxiway for Runway 5/23; visual NAVAIDS for Runway 5/23;
24-hour fud availahility; and the removal of abandoned buildingsin front of the terminal
(since completed). Pilots also noted that they would like to see the museum cleaned up
and more courtesy from the tower. Several pilots noted that if facilities were upgraded,
Quonset could complement T.F. Green, providing a better place for genera aviation
activity. Other pilots would liketo see a new terminal built at Quonset for international
commercia flights. Othersindicated the desire to move cargo operations (Fedex, UPS)
from T.F. Green to Quonset. According to the survey results, an additional 3,000
operations would be made at Quonset each year if these facility and service needs were
addressed by RIAC.

5) T.F. Green

Many of the State' s pilots either base aircraft at or regularly fly out of T.F. Green.
Although specific facility recommendations are not going to be made in the system plan
for T.F. Green, pilots noted facility/service improvements for this airport through the
survey effort. Sixty-six pilots completed and returned the surveys. Thetop facility need
indicated through the surveys was additional hangarsfor generd aviation aircraft. Other
facility needs noted included additional tiedowns, especially for temporary aircraft
parking, and ataxiway extension for Runway 5/23. Respondents also noted that a full
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service FBO (in addition to NorthStar) would be beneficial. Many respondents aso
thought arunway extension a T.F. Green for Runway 5/23 to accommodate more of the
commercial flightswould be appropriate. Other pilots noted that either lengthening
Runway 16/34 or adding an overrun would help make the runway safer. If the
improvements noted in the survey were made to T.F. Green, the survey respondents
indicated that they would fly an additional 4,300 operations at T.F. Green each year.

6) Westerly

Through the surveying effort, over 50 pilots that use Westerly Airport recognized needed
facility upgrades. The top recommendations are listed bel ow.

Restaur ant: Survey respondents overwhelmingly indicated that arestaurant was needed
at Westerly. One pilot said that RIAC should invest in preparing the available space at
thetermina for arestaurant in order to make it more attractive to a prospective operator.
Anocther pilot noted that coffee and vending machines should be offered at the airport.
Ground Transportation: Both transent pilots and based pil ots noted the need for
ground transportation. Since the airport serves a vacation area and the Foxwoods casino,
pilots noted that rental car operation might be useful. Many pilots also stated that a
courtesy car would be beneficial.

Precision/Instrument Approach: Several pilots noted that they would liketo have a
precision/instrument approach to Westerly. An ILS, GPS, and NDB were all mentioned
as suggested approaches.

Full Service FBO: Many pilots with aircraft based at Westerly noted that they would like
to seeafull service FBO at the airport.

Lighting: Pilotsindicated that the runway approach lighting at Westerly needs to be
updated. Severa pilots noted that they would like to see VA SIson al the runways.
Other pilots noted that the current beacon is poor, and would like to seeit replaced with
onethat can be seen better at night.

Fuel (100LL): Pilotswith aircraft based at Westerly noted the relative need for 100LL
fuel at theairport.

Many survey respondents noted that the recent improvements at Westerly have been
appreciated. Several pilotsindicated that an active, attended Unicom response system is
also needed at the airport. The pilots noted in the survey, that if these suggested facility
and service improvements were implemented, they would fly approximately 1,600
additional operationsat Westerly each year.

B. Statewide Summary

Combined, 254 surveys were completed and returned. Figure 640-04(22) presents the top
facility and service needs noted by pilotsin the surveys. According to the results of the
three surveys (Aircraft Owner Survey, Resident Pilot Survey, Transient Pilot Survey), an
additional 18,000 annual operationswould be generated by these users aloneif the
facilitiesand services noted for each airport were implemented or upgraded. However, it
should be noted that it might not be feasible to provide al of the facilities and services
desired by the airport users. Environmental concerns, lack of community support,
insufficient funds, and statewide need are just a few reasons why some of the facility
upgrades may not be practical. Recommendations and prioritization for the facility and
service needs of the Rhode Idand airport system will be analyzed in subsequent chapters
of the ASP.
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Figure 640-03 (22) Summary of Survey Results
Top Facility/Service User Needs

Airport 1 2 3 4 5 6

Block Additiona Terminal/ Pilot Fuel Paved Additiona Precision

Idand Runway Lounge (200LL) Tiedowns Aircraft  Approach/ ILS

Length Parking

Robert F. Hangars Terminal/ Pilot Restaurant Full Service  Courtesy Precision/

Wood Lounge FBO Car I nstrument

Airpark Approach

(Newport)

North Restaurant Hangars Courtesy  Precison/  Full Service Terminal/ Pilot

Central Car Instrument FBO Lounge

Approach

Quonset Hangars Aircraft Full Service Terminal/  Restaurant Ground

Maintenance FBO Pilot Lounge Transportation

Westerly — Restaurant Ground Precison/ Full Service Lighting  Fuel (100LL)
Transportation  Instrument FBO
Approach

Source: Rhode Idand Airport Surveys.

In addition to the individual airport facility needs, many of Rhode Island’ s airport users
al so made comments regarding the overall condition and operations of Rhode Island’ s
airports. Severd pilots noted that Rhode Island must repeal the sales tax on aircraft and
remove the tax on fue in order to be more competitive, and in January 2005 the State was
successful in repealing the salestax. Many pilots emphasized the need for hangarsin the
entire State. Other pilots noted the need for professional, full service FBOs at all Rhode
Island airports, including flight schoals, aircraft rental, and fuel. Several airport users
suggested that RIAC ook to airports in other states as examples of “good” genera
aviation airports. While several pilots noted that they were happy with the condition of
Rhode Island’ s airports, many pilots indicated the overall need for facility upgrades and
improvements at all of the State’ sairports.
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Figure 640-03(23) Summary of Enhanced Growth Projectionsat General Aviation Airportsin Rhodelsland
Demand Prgjections Enhanced Growth Projections

Based GA Commercial Total Based GA Commercial Total

Aircraft Operations Operations  Operations ENIEmETETS Aircraft Operations Operations Operations

Airport  Year Enplanements

Block Island
2001 7 9,674 8,081 17,755 10,947 7 9,674 8,081 17,755 10,947
2006 7 10,000 8,600 18,600 11,500 8 11,300 9,200 20,500 13,300
2011 7 10,800 9,100 19,900 12,100 9 12,900 10,500 23,400 16,200
2021 8 12,300 10,200 22,500 14,300 12 16,800 13,500 30,300 24,000
Robert F. Wood Air park (Newport)
2001 26 12,485 0 12,485 0 26 12,485 0 12,485 0
2006 26 12,800 0 12,800 0 28 14,700 0 14,700 0
2011 27 13,800 0 13,800 0 30 15,900 0 15,900 0
2021 28 15,700 0 15,700 0 36 18,600 0 18,600 0
North Central
2001 115 65,000 0 65,000 0 115 65,000 0 65,000 0
2006 115 66,900 0 66,900 0 130 78,700 0 78,700 0
2011 118 72,000 0 72,000 0 147 89,100 0 89,100 0
2021 123 81,700 0 81,700 0 188 114,000 0 114,000 0
Quonset
2001 19 7,927 0 14,879* 0 19 7,927 0 14,927 0
2006 19 8,200 0 15,200* 0 21 9,900 0 16,900* 0
2011 20 8,800 0 15,800* 0 23 10,900 0 17,900* 0
2021 20 10,000 0 17,000* 0 28 13,100 0 20,100* 0
Westerly
2001 84 6,585 8,081 14,666 9,534 84 6,585 8,081 14,666 9,534
2006 84 6,800 8,600 15,400 9,900 92 12,200 9,200 21,400 11,600
2011 86 7,300 9,100 16,400 11,000 101 13,400 10,500 23,900 14,100
2021 90 8,300 10,200 18,500 13,600 122 16,200 13,500 29,700 20,900
TOTAL
2001 251 101,671 16,162 124,785* 20,481 251 101,671 16,162 117,833 20,481
2006 251 104,700 17,200 128,900* 21,400 279 126,800 18,400 145,200* 24,900
2011 258 112,700 18,200 137,900* 23,100 310 142,200 21,000 163,200* 30,300
2021 269 128,000 20,400 155,400* 27,900 386 178,700 27,000 205,700* 44,900

*|ncludes military operations
Commercial operationsinclude operations by all-cargo carrier as well as passenger carriers. Total passenger projections were halved in order to develop enplanement projections for this Study.
Source: Wilbur Smith Associates

JANUARY 19, 2007 PAGE 03-27



RHODE ISLAND STATE AIRPORT SYSTEM PLAN STATE GUIDE PLAN ELEMENT 640

03-02 T.F. Green Projections

There aretwo scenarios considered in the analysis.
Base Case corresponding to expected growth with no runway extension. It assumes
- Additional service and a steady growth in passenger and operations activity in
response to demand.
- The competitive and cooperative relationship between T.F. Green (PVD),
Manchester (MHT) and Logan (BOS) will not change.
Incremental Case which reflects the impact of alonger runway.
- Isan uncongrained forecast and it assumes there are no physical or facility limits on
the number of passengers or arcraft that could be accommodated at PVD.
- Considers only selected long-haul markets
- Includes the same assumptions as the Base Case
The two cases are additive: the Base Case, plus the Incrementa case, together reflects the
anticipated future passenger and operations activity with theimprovementsin place.

The forecasts:.
- Useabaseyear of 2004 and extend to 2025.

Are demand-oriented since they consider the availability of services from PvD, BOS and
MHT.
View the future level of traffic at PVD, MHT and BOS as determined by economic
growth, population, incomes and airline industry economics.
View the distribution of traffic at the three airports as dependent on the availability of air
service and relative air fares.
Do not take into account the likely simulative effect on traffic by new air service at PVD
by LCC and therefore reflect ameasure of conservative approach to the forecasts.
Are based on redlistic assumptions and methodol ogies, particularly in the estimates of the
number of new long distance flightsthat would be enabled by a longer runway.
Liewithin the middle part of the range of possible activity.
Cover the following elements of activity — scheduled passenger service, charter passenger
traffic, scheduled operations by destination, type of aircraft used for scheduled
operations, charter operations, GA operations, military operations, GA based aircraft,
amount of air freight, amount of air mail and all air cargo operations.
Assume that a longer runway will not materially affect the short-haul services and traffic
volume.
Assume the fundamental relationship and rankings of the three airports will not change.
Assume BOS will remain the leading gateway for the region both domesticaly and
internationally and PVD and MHT will remain as alternatives to BOS.
Assume economic growth will continue but at lower rate.
Assume fud prices will remain volatile, but will increase through the forecasting period.
Assume airline costs for labor will rise at nominal rates.
Assume airline and aircraft technica efficiencies will continue to improve, but at
diminishing rates.
Assume low cost carriers (LCC) will grow rapidly at BOS and reduce the price advantage
held by PVD the past decade.
Assume legacy and LCC carriers will continue to increase service at PVD, however new
route activity will be slower than when Southwest entered in 1996.
Assume growing congestion and delays at other airports, particularly BOS will not be a
significant factor in the growth of PVD.
Assume no policy measures will be adminigtered to artificialy shift passengers between
BOS, MHT and PVD.
Assume PVD air fareswill rise.
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Assume by 2020, the airline industry will become sufficiently profitable to cover its
capita costs.

Assume some airlines and types of aircraft can not operate long haul domestic flights
from the current runways. Some airlines may use the existing runway but incur a payl oad
to do so.

A five-step process was used to determine the routes the airlines might serve. New service
development would be a long and gradual process, involving a dow but steady addition of new
flights. The new service assumptions used in the Base Case and Incremental Case are noted in
Figure 640-03 (24) below.

Figure 640-03 (24) New Air Service Assumptionsat PVD

Destination Date | Case Rationale
Pittsburgh 2007 | Base | Anticipated new destination by Southwest Airline.
Raleigh — Durham 2012 | Base | Recently discontinued service by American Eagle suggeststhe
route has long-term prospects.
West Palm Beach 2009 | Base | The most conspicuous gap in the Horida market.
Houston 2014 | Base | Would restore service that previously operated in 2000.
Los Angeles, San Diego, 2012 | Incr. | Themost current popular destinations from PVD, either with
San Jose, San Francisco, or without non-stop service.
Sesttle
Caribbean, Mexico 2012 | Incr. | Themost current popular destinations from PVD, either with
(Charter) or without non-stop service.
London (Stansted) 2014 | Incr. | The most current popular destinations from PV D, either with

or without non-stop service.

03-02-01 Methodology and Assumptions Overview

The forecasts follow the methodologies specified by the FAA for forecasting air passenger
demand at an airport.' The Base Case considers future activity with no runway extension. This
forecast is directly comparable to the FAA Terminal Area Forecast (TAF) and the forecasts of the
New England Region Aviation System Plan (NERASP). The Incrementd Case portrays the
additional air passenger resulting from alonger runway. The Base Case and Incremental Case are
additive; their sum represents total air passenger at PVD with an extended runway completed by
2012. The difference between the two cases defines the changes air passenger traffic and
operations that would result from alengthened runway.

The forecasts for future air passenger traffic levels are determined by economic conditions, the
growth of Rl and the Boston-Manchester-Providence region, and the supply conditions in the
airline industry. However, the location and regional dynamics of PVD introduce certain
complexities. The BOS-MHT-PVD airports serve all New England. The catchment area of each
airport overlap and many passengers are largely indifferent to which airport they fly from. Small
changes in fares or service can cause large shiftsin airport choice. This interdependence calls for a
regiona approach to forecasting, in which inter-airport price and service differentials are
important determinants of future air passenger traffic at PVD. The forecasting modes? therefore
explicitly allow market conditions at BOS, and to a lesser extent MHT, to play a direct role in
determining air passenger traffic and operations at PVD. These components of total airport activity
have the largest bearing on the facility requirementsat PVD.

The process begins with an analysis of the factors influencing the aviation industry up to the 2025
horizon. The analysis considers national and international trends and how they affect the air

1 Source: FAA "Forecasting Aviation Activity by Airport” July 2001 and “Revision to Guidance on Review and Approval of
Aviation Forecasts” December 2004.

2 See “Figure 2-1, Technical Memorandum #2 Air Passenger and Operations Forecast’, Figure 2-1 depicts a schematic
view of the forecasting methodology, for enplaned - deplaned passengers and passenger air traffic operations
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service at PVD and its competitors. Of particular importance are the factors influencing fares at
BOS-MHT-PVD. Fares reflect key airline industry issues and trends, such as the relationship
between low cost and legacy carriers, industry profitability and the on going restructuring. It
assumes the relative ranking among the three airports will not change. The forecast does not take
in to account the likely stimulating effect of new service at PVD by LCC, and therefore reflects a
measure of conservative approach to the forecasts. This approach contradicts wide experience in
New England and elsewhere. However, it reflects an emphass on meeting current market
demands, rather than creating an altogether new air passenger traffic through market stimulation,
or dramatic and as-yet unforeseen changes in the airline industry. It is noted that the pessmistic
assumptions on the cost and price of air travel generate conservative forecasts of future air
passenger traffic at PV D for hisanalysis.

03-02-02 Passenger Forecast Methodol ogy
The Base Case and Incremental Case are summarized below:
Base Case — An extrapolation of the status-quo, with modest devel opment of new short-
haul services, and no runway extension.
Incremental Case— Currently lost or unmet passenger demand that could be served with a
runway extension in place. This air passenger traffic currently uses other airports in the
region. It assumes:
- Long Haul Domestic Service — runway extension enables non-stop service to
West coast.
- Charter Service — would provide non-stop service to Mexico and Caribbean
degtinations.
- Trans-Atlantic Scheduled Service — LCC initiates non-stop PVD — London
(Stansted) flights.

03-02-03 Operations Forecast Methodol ogy

The passenger forecasts could correspond to literally any fleet mix, seat capacity or number of
flights. Forecasts of operations and fleet mix typically rely on some set of external assumptions,
such as assuming an airport-wide change in load factor or average aircraft seat capacity. Such
approximations can not produce acceptable forecasts for the purpose of evaluating the
consequences of a longer runway; a more detailed projection of fleet mixes is necessary. To do
this a set of 12 assumptions® or rules was applied to the algorithm.

03-02-04 Non-Quantifiable Forecast Factors

- Impact of Unexpected Passenger Demand — There is unanticipated consumer response to
new airline service often well beyond the scope of traditional forecast analysis. These
issues are not incorporated into the forecasts. Rather, air passenger traffic gains in the
Incremental Case reflect solely the redistribution of a portion of the existing demand
from other regional arports to PVD. This reflects the emphasis on investments to meet
exigting needs, rather than to stimulate large scale air passenger traffic growth.
Impact of Competitive Responses — As airlines fight to maintain their market share and
defend their hubs and dominant regions, the competitive response to other airline service
has often been intense. A long list of these competitive actions can be described. But the
key isthat al of these actions were triggered only by the announcement of a competitor’s
service.

- The implication for PVD is to indicate that traditiona econometric and
statistical forecasts are only one element of the long-term outlook for passenger
volumes and the variety of flightsthat will ultimately be offered.

- Therdatively limited new services from PVD that are called for in the Base and
Incremental cases could precipitate substantially more activity. The resulting air

3 See “Technical Memorandum #2 Air Passenger and Operations Forecast’, Section 2.3 Operations Forecast
Methodology for a more detailed description of the assumptions.
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passenger traffic volumes could exceed those of the Incremental Case, but the
likelihood and amount of increase isnot possible to predict.
Impact of Additional Non-Quantifiable Flights for PVD — Beyond the fully supported
forecast for new daily long-haul domestic, internationa and charter flights once the
runway extension has been completed, it is suggested that there could be at least three
more daily domestic fights added to the airport’s schedule that are harder to quantify for
forecast purposes.
It is expected that at least two of these flights could be added as a competitive
response. This assumption is supported by the level of competition seen in the
domestic airlineindustry, as well asthe historical airline schedule data.
One additiona flight will likely result from the unexpected passenger demand.

03-02-05 Air Cargo Forecast M ethodol ogy

Integrated Air Freight Carriers — The small size of the feeder aircraft, such as those servicing

Nantucket and Martha's Vineyard from PVD, are often exempt from submitting comprehensive

cargo data to the U.S. DOT. These shortcomings limit the use of available data for cargo traffic

forecasting.

- The cargo traffic processed by the integrated cargo carriers at PVD depends not only on

the volumes generated by the RI market, but also on how the operators design their
networks. Management teams at the corporate headquarters make decisons to
consolidate spokes or establish new ones or to create regional mini-hubs to serve volume
markets. These decisions are made to minimize costs and optimize customer service.
They have no immediately clear relationship to volumes and can cause sudden and
substantia changesin the PVD cargo related traffic.
The rapid shift of air mail from passenger airlinesto integrated cargo operatorsisfully in
evidence at PVD. FedEx and UPS carried 99.9 percent of the Airport’sair mail in 2004.

Belly Freight on Scheduled Air Carrier Aircraft — The passenger aircraft operations forecast, with
or without a runway extension, call for PVD services to remain overwhelmingly short-haul and
operated by narrow-body aircraft. Thisimplies that belly cargo revenues will remain of secondary
importance at PVD.
- The quantity of belly cargo will depend on the belly cargo capacity, rather then on
demand factors.
PVD traffic history illustrates that air freight is not a primary product among the
passenger airlines. From 1990 to 2004 volumes grew by only 1.8 percent. Total U.S.
domestic cargo traffic increased by 159.4 percent during the same period.
Quantities per flight a PVD are very low, usualy less than 400 pounds. Well below the
capacity of most narrow-body aircraft. Deficient ground facilities could contribute to
limited belly cargo activity.
The belly cargo forecasts are based on a practica capacity for aircraft that could or might
serve PVD.

03-02-06 General Aviation and Military M ethodol ogy

General Aviation includes a wide range of activities from recreationa, to air ambulances, to

corporate.
- Except for North Central State Airport, operations at most state airports have remained

static.

The January 2005 repeal of the GA sales and revenue tax will stimulate devel opment of

this sector.

The growing passenger and air freight traffic at PVD will encourage private and

corporate aircraft to rel ocate to the five other GA arportsin the state.

The planned development of Quonset State Airport as a diversified industrial park and

GA facility will capture most of the RI GA growth.

These factors suggest that GA activity at PVD will continue its slow decline.
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Military aviation activity at PVD is minimal since the shift of the military role to Quonset State
Airport. That airport will continue to expand to service the military mission in RI.

03-02-07 Summary of Forecasts
This section provides a summary of the passenger, operations and air cargo forecasts. It reflects
the base year, 2004, and projected forecasts for 2010, 2012, 2015, 2020, and 2025.*

A. Passenger Forecasts
By 2020, the additiona services represented by the Incrementa Case, will represent 8.8
percent of PVD passenger traffic.
The assumed non-stop transcontinental flights alone would account for 6.6 percent of
PVD passenger traffic.
Some of the passengers aready use PVD but they would shift from indirect service
to non-stop service.
Other passengerswould be attracted from BOS and MHT.
Another component, representing altogether new air passenger traffic, not served out
of any airport, would be encouraged to travel by the additiona services. This
component is, by assumption, zero.

The Base Case cals for maturation of passenger traffic; between 2005 and 2010,
passenger traffic is expected to grow at 2.9 percent yearly. In the 1995 — 2000 interva
passenger traffic expanded by 20.1 percent yearly, reflecting the immediate consequences
of Southwest Airline entry in 1996. Figure 640-03 (25) ligts the historic enplanements
from 1990 through 2004 and Figure 640-03 (26) summarizes the forecast of passenger
traffic for the Base and Incremental Cases.

Figure 640-03 (25) Historic PVD Enplanements 1990 - 2004°

Y ear Enplanements
1990 1,186,162
19901 1,166,104
1992 1,124,242
1993 1,186,513
1994 1,230,268
1995 1,084,997
1996 1,241,955
1997 2,035,368
1998 2,307,655
1999 2,570,398
2000 2,715,469
2001 2,765,197
2002 2,696,787
2003 2,588,136
2004 2,754,593

4 Source: “Technical Memorandum #2 Air Passenger and Operations Forecast”, See Appendix M for details of
Operations and Fleet Mix forecasts by airline, type of aircraft and destination through 2025. See Appendix A - H for a
summary of forecasts through 2025.
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Figur e 640-03 (26) Summary of PVD Enplaned — Deplaned Passenger For ecasts 2006 — 2025°

Base Case Incremental Case Total
Year Domestic | Other® Total Domestic | Charter London Total Base +
Schedule Incremental

2004 | 5,463,610 | 45576 | 5,509,186 - - - - 5,509,186
2010 | 6,509,109 | 59,855 | 6,568,964 - - - - 6,568,964
2012 | 6,928,034 | 63,957 | 6,991,992 | 306,550 41,480 - 348,030 7,340,022
2015 | 7,643,919 | 70,499 | 7,714,419 | 568,047 124,100 40,046 | 732,193 8,446,611
2020 | 8,907,717 | 83,180 | 8,990,897 | 646,504 124,440 93,696 | 864,640 9,855,537
2025 | 10,344,804 | 98,266 | 10,443,070 | 732,287 124,100 93,440 | 949,827 | 11,392,897

B. Operations Forecasts

The operations forecasts reflect the air traffic growth expected from the passenger
forecasts. Through changes in the fleet mix and the number of flights, the operations
accommodate the growing air passenger traffic. The Incremental Case assumes that
frequencies for the new long-haul services will be limited by the market. Los Angeles,
San Francisco, San Diego and Las Vegas would receive a maximum of two flights daily.
Seattle, San Jose, London, and the Caribbean charter flight would operate on a daily
frequency.

The Base Case Oper ations Forecasts assumes:

- Narrow-body aircraft gradudly increasing in size. In 2004 the average seat capacity
was 137 seatsand it is expected to grow to 143 seats by 2019.
Wide-body aircraft, particularly the B-767-300 or its later body counter parts,
operate on some high density domestic routes.
No type of aircraft materialy different from those of 2004 would serve PVD.
Does not anticipate regular service by aircraft such asthe A-380, B-747 or B-777.

The Incremental Case Operations Forecasts assumes:

- Narrow-body aircraft of 120- 190 seat capacity.
The proposed London route would be operated by a B-737-900 extended range
aircraft or equal.
Southern Caribbean charter flights would use aircraft similar to the B-757-200,
although wide-body equipment such as the B-747 or B-777 might see intermittent
use.
All trans-continental flights would be operated by a single-aise A-319, A-320, B-
737 and B-757.

The GA and Military Operations Forecast assumes:
GA and Military operations will be static for PVD.
The forecasts call for both sectorsto remain at 2004 |evels.
North Central and Quonset are predicted to assume the PVD corporate and GA
growth.
Military activity will remain limited and intermittent.

Figure 640-03 (27) summarizes the historic operations, and Figure 640-03 (28) summarizes the
Base Case and Incremental Case.

5 Source: VHB EIS Technical Memorandum No.3 Sept 2005
6“Other” includes Domestic Charter, International Scheduled and Charter services
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Figure 640-03 (27) Historic PVD Operations 1990 - 2004°

Y ear Total Operations
1990 60,135
1991 59,828
1992 66,564
1993 72,228
1994 65,631
1995 63,447
1996 61,738
1997 84,644
1998 87,159
1999 96,481
2000 100,597
2001 100,606
2002 96,595
2003 88,260
2004 84,721

Figure 640-03 (28) PVD Operations For ecast’

Base Case Commercial

Incremental Case Commer cial

Total Base + Incremental

Year | Domestic | Other ® Total Domestic | Charter London | Total Total GA + Total
Schedule Comm. | Military Ops.
2004 80,565 4,156 84,721 - - - - 84,721 36,707 | 121,428
2010 90,416 4,900 95,316 - - - - 95,316 36,707 | 132,023
2012 95,964 5,182 | 101,146 2,940 122 0 3,062 | 104,208 | 36,707 | 140,915
2015 | 101,470 5,647 | 107,117 6,570 730 313 7,613 | 114,730 | 36,707 | 151,437
2020 | 109,905 6,550 | 116,455 7,320 732 732 8,784 | 125,739 | 36,707 | 161,946
2025 | 120,763 7,646 | 128,409 7,300 730 730 8,760 | 137,769 | 36,707 | 173,876

Two key factors that repeatedly create higher levels of service and passengers include:

An unexpected level of passenger demand in response to the introduction of new low fare

service.

The impact of competitive responses made by airlines following the introduction of new
flights by another carrier.

Together, these two factors could have a substantial impact on passenger volumes and flight
activities at PVD. With increasing congestion in the New England region, these factors could
be compounded to generate substantial levels of new flights activity at PVD, beyond the

expectations outlined by the traditiona forecasts employed in thisanaysis.

Cargo Operations

The Cargo Operations Forecasts assume:
The integrated cargo operators (FedEx, DHL, and UPS) will continue to meet most air

cargo needs.

The airlines will continue carrying air freight in otherwise empty belly space.
The B-767-300 now seeing increasing use at PVD can carry containerized shipments and
could offer an expanded cargo product.

" The Operations forecast includes Commercial, GA and Military. GA includes local and Itinerant
8 Other operations include Domestic and International Charter flights and all Cargo

PAGE 03-34

JANUARY 19, 2007




STATE GUIDE PLAN ELEMENT 640

RHODE ISLAND STATE AIRPORT SYSTEM PLAN

Figure 640-03 (29) summarized air cargo tonnage and operations.

Figur e 640-03 (29) Air Cargo Activity

Air Cargo Tons Cargo Ops.
Y ear BaseCase | Incremental | Total Tons | Total Ops.
2004 19,415 0 19,415 3,138
2010 24,287 0 24,287 3,620
2012 26,310 91 26,401 3,817
2015 29,834 217 30,051 4,140
2020 36,157 240 36,397 4,773
2025 43,896 240 44,138 5,549

03-03 Summary

Figure 640-03(30) presents a summary of both the demand and enhanced growth forecasts for the

airportsin Rhode Island over the planning period. It isimportant to note that these projections are

not intended to replace forecasts of demand that may be devel oped as part of individud airport
master plans. These projections will be used in the ASPU primarily to evaluate the system'’s
ability to meet the capacity-related system performance measure.

Aviation system plansthat were prepared in the 1970s and 1980s, and even to some extent into the

1990s, relied almost exclusively on a capacity-based performance evaluation. In today’s aviation
environment, it iswidely recognized that “good” aviation systems must be multi-faceted,
exhibiting characteristics beyond those needed just to satisfy current and future demand levels.
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Figure 640-03(30) Summary of Growth Projectionsin Rhode Island

Based GA

i YeaJrAir(;raft Operations

Block Island

2001 7 9,674

2021 8 12,300
Robert F. Wood Air park (Newport)

2001 26 12,485

2021 28 15,700
North Central

2001 115 65,000

2021 123 81,700
Quonset

2001 19 7,927

2021 20 10,000
Westerly

2001 84 6,585

2021 0 8,300
TOTAL

2001 251 101,671

% 269 128,000
1 | 1 |
T.F. Green**

2004

2020

*|ncludes military operations

Demand Projections

Commercial
Operations

8,081
10,200

8,081
10,200

16,162
20,400

Total

Operations

17,755
22,500

12,485
15,700

65,000
81,700

14,879*
17,000*

14,666
18,500

124,785%
155,400*

84,721
116,455

Enhanced Growth Projections

Based GA Commercial
ST Aircraft Operations Operations
10,947 7 9,674 8,081
14,300 12 16,800 13,500
0 26 12,485 0
0 36 18,600 0
0 115 65,000 0
0 188 114,000 0
0 19 7,927 0
0 28 13,100 0
9,534 84 6,585 8,081
13,600 122 16,200 13,500
20,481 251 101,671 16,162
27,900 386 178,700 27,000
5,509,186
8,990,897

Total
Operations SIEETEE
17,755 10,947
30,300 24,000
12,485 0
18,600 0
65,000 0
114,000 0
14,927* 0
20,100* 0
14,666 9,534
29,700 20,900
117,833 20,481
205,700* 44,900
121,428 5,509,186
161,946 9,855,537

** T.F. Green Incremental Case numbers were categorized as Enhanced Growth Projectionsin this tabl e because the airport would need airfield and other improvements to achieve the forecast
Note: Commercial operationsfor all airports except T.F. Green include operations by all-cargo carrier as well as passenger carriers. Total operations for T.F. Green include commercial, charter, general

aviation, cargo, and military

Total passenger projections were halved in order to devel op enplanement projections for this Study.

Source: Wilbur Smith Associates; T.F. Green EIS
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640.04 Rhodeldland State Airport System Plan Performance
M easur es

04-01 Airport and System Performance Measures

In conducting airport system planning it isimportant to have an understanding of the current
“condition” of the system before moving forward to future system requirements. It establishes the
base measure against which to assess the future performance of the system. This measuring
process requires (a) defining the functional roles of each airport and (b) establishing a system of
measures by which to quantify performance.

On one hand the assessment process will utilize reasonably well defined aviation parameters, but it
must also be understood that quantifying or measuring the individual results can be somewhat
subjective. In summary, the assessment provides a general understanding of the airport and system
performance.

Each of the six airportsin Rhode Idand' s system has a functional role but they also service
various types and levels of demand. As aresult, though smilar in some regards they can also
sarvice their roles differently. Asan example; while T.F. Green isthe State' s only primary
commercial service airport, with afocus on scheduled airline service, it also playsarolein
meeting general aviation needs. Conversely, while Westerly and Block Island are considered to be
primarily GA airports, they also have limited commercial service.

04-01-01 Functional Roles

A number of factors were used to determine the current contribution of each airport to Rhode
Isdand’ s air transportation and economic needs. Firg, the airports were categorized according to
their functional roles. Then, the planning factors established at the beginning of this planning
process were trandated into system performance measures for evaluating the performance of each
airport and the performance of the overall system. Chapter 640.02, Inventory and Roles, identified
and discussed factors that determined each airport’s current role and contribution to the system.
Thefollowing isabrief description of airport roles.

Primary Commercial Air Service (P) airports, such as T.F.Green, are developed to
accommodate scheduled commercid airline service. Primary Commercia Service airports have
greater than 10,000 passenger enplanements as recorded by the U.S. Department of Transportation
(US/'DOT). These airportsare also receive an FAA AlP entitlement that is based on the enplaned
passenger count. They are also capable of supporting cargo, charter and genera aviation activities.
In terms of GA activity the emphasisis on corporate aircraft operations because they can
accommodate the larger GA aircraft.

Commer cial Service (CM) airports, such as Westerly and Block Island, are similar to primary
commercial service in that they al so accommodate scheduled service, but usually with smaller
aircraft types and the recorded passenger enplanements are greater than 2500 but |ess than 10,000.
The FAA AlP funding arrangement is also different because the passenger enplanements are less
than 10,000. Commercial service airportstypically serve genera aviation needs as well.

General Aviation (GA) airports, such as, North Central, Quonset, and Newport, support a variety
of general aviation activities, such as business/corporate and personal flying, flight training and
aviation support activities. They also provide aircraft owners covered (hangar) and uncovered
(apron parking) storage. Genera aviation airports could be as small as Newport that service single
and small twin engine aircraft. Or they could be as large as Quonset with arunway that could
service large turbine and jet aircraft. These airports also support some special operational

activities. That includes such activities as emergency evacuation service, passenger serviceto
more remote or isolated locations, and military operations.
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Reliever (R) airport isa special designation. This category of GA airport is planned and devel oped
with theintent to attract general aviation flight activity away from the congested, primary
commercial service airports (T.F.Green). They aretypically located in close proximity to the
primary commercial service airport and are meant to provide the same precision approaches and
support systemsthat are found at the larger airport. They also receive a higher priority when FAA
funding isa consideration for general aviation airport development projects. North Central and
Quonset have been classified as Relievers.

04-01-02 System Performance M easur es

The current functional roles were used to determine how well the airport system is currently
performing. The evaluation of the airport system was accomplished using a performance-based
approach.

The planning factors, identified in Chapter 640.01, Introduction and Background define the
framework for the performance based analysis that is utilized to i dentify the adequacy and/or
shortcomings the airport system. A series of benchmarks under each planning factor was
evaluated or graded based on therole of the airport. The planning factor and corresponding
performance measure category are shown below.

No. Planning Factor Performance
Measure

1 Should be readily accessible from the ground. Ground Accessibility

2 Should be readily accessible from the air. Air Accessibility

3 Should be safe, efficient, and meets applicable FAA Design Standard
design standards.

4 Should bein compliance with federal, state and local Environmental
environmental requirements. Compliance

5 Should have sufficient capacity to meet both current and Airport Capacity
projected demand

6 Should support the Rl economy and be financia self- Economic Incentives
sufficient.
7 Should be compatible with their surrounding environs. Compatibility
Planning

The benchmarksthat were identified encompass a variety of quantifiable factors that apply to the
fundamental characteristics of theindividual system performance measure. For example, in
analyzing Air Access bility a benchmark was established to measure the “ Percentage of Airports
with a Precision Approach”. Thisisjust one of several quantifiable measures by which the airport
system can be evaluated for “ Air Accessibility. When incorporated with smilar benchmarks, an
overall view of theairport system performance can be established. It isalso important to note that
some benchmarks are action-oriented, while others are more informational in nature. From the
analysis completed in this chapter, the ahility of all public airports in the system to meet each of
the study benchmarks was determined.

04-01-03 System Perfor mance

In assessing the current system performance it was important to determine how each of the
airportsin the system contributes individualy, in order to determine how respective airports may
need to be upgraded in the future to achieve better performance from the entire system. These
deficiencies are identified in this chapter. Figure 640.04(1) shows how each airport performs
under each benchmark, and how the airports combined achieve the system performance.
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Future system performance objectives were set that will ultimately serve as the foundation for the
fina recommendations. Please note that not every deficiency trandates directly to a
recommendation. For example, while Newport does not meet its Primary Runway Length
objective, this plan is not suggesting arunway extension for that airport at thistime, although itis
possibl e than the ongoing Master Plan for that airport may consider that option.

It isimportant to recognize that the T.F. Green Master Plan and Environmental Impact Statement
arein progress concurrently with this assessment. As noted in Chapter 640.01, an airport master
plan is more tactical and detailed than a system plan, which is, by definition, more strategic and
generalized in nature. This system plan has the benefit of having quite detailed information
availablefor T.F. Green. That knowledge has helped to inform this process and this document,
even though both are proceeding concurrently. Again, asareminder, several source documents
have been used in thisanalysis. For more detailed information, pleaserefer tothe T.F. Green
Master Plan and Environmental Impact Statement and RIAC's Genera Aviation System Plan
dated December 2004.

BENCHMARK CRITERIA
Ability of Rhode Idland' s airport to be accessible from the
Ground Accessibility ground

Isthe primary access road to the airport functionally
Access Road Functionally Classified classified and therefore eigible for federal funding?

Does the airport have adequate auto parking as determined
by evaluating the number of based aircraft, employees,
visitors, and other airport businesses such asrental cars?
Different auto parking objectives were established per
Auto Parking airport category.

Does the primary commercial service airport have regularly
scheduled transit service? Commercia service airports
should have some level of transit (e.g. Westerly Airport lies
within RIPTA’sflex service zone.) This benchmark does

Scheduled Transit Service not apply to the genera aviation airports.

Does the airport provide access to rental or courtesy cars?
On-site ground transportation Access to off-site services is not considered.

Ability of Rhode Idland' s airport to be accessible from the
Air Accessibility ar

Does the airport (commercial and reliever only) have a
precision approach system which provides electronic
horizontal and vertical guidance information to aircraft
during their approach to and landing at an airport and allows
aircraft to locate an airport and land on a specific runway
during periods of reduced visibility and/or inclement
weather? This benchmark does not apply to Newport
Precision Approach Airport which isageneral aviation, non-reliever airport.

Does the airport have non-precision approach systems which
provide horizontal guidance with relation to a specific
runway, but not vertical guidance or glide sope information?
Non-precision Approach Thisappliesto al airports.

Does the airport have weather reporting equipment that
complimentsthe airport’ s precision or non-precision

On-site Weather Reporting approach capabilities and promotes an increased margin of
Capabilities safety during periods of inclement or changing weather?

Does the airport have arunway length adequate to service
Primary Runway L ength the current or projected design aircraft?
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Crosswind Runway Length

Does the airport need a crosswind runway which, as stated
by the FAA in AC 5300-13, isrecommended when an
airport’sprimary runway orientation provides less than 95%
wind coverage for any aircraft forecasted to use the airport
on aregular basis? If so, isthe crosswind runway length at
least 80% of the primary runway |ength.

Standards

Ability to meet applicable design standards

Airport Reference Code (ARC)

Arethe airport’ s facilities designed to meet the airport’s
critical aircraft as determined by the current Master Plan or
ALP?

Runway / Taxiway Separation

Do theairport’ srunway/taxiway separations meet the airport
design standard as defined by FAA AC 5300-13 which
stipulates the distance needed for two aircraft to pass while
oneis on the runway and the other on the taxiway with a
margin of safety to eliminate the potential for wingtip-to-
wingtip collisions?

"Good" Pavement Condition

Istheairport’s pavement in acondition, subjectively defined
as “good” based on cracking, uniformity, andrepairs, in
order to prevent major costly reconstruction projects over the
long term?

Runway Safety Area (RSA)

Do theairport’ srunway safety areas meet the design
standards as defined in FAA AC 5300-13 which definesit as
the surface surrounding the runway prepared or suitable for
reducing therisk of damage to airplanesin the event of an
undershoot, overshoot, or excursion of the runway?

Primary Surfaces

Dotheairport’ s primary surfaces meet the design standards
asdefined in FAA AC 5300-13 which definesit asan area
that is longitudinally centered on every airport runway and
extends 200 feet beyond the end of that runway with varying
widths depending on the runway’ s type and is clear of all
above ground objects?

Runway Protection Zone
(undevel oped or airport land)

Do the airport’ srunway protection zones meet the design
standards asin FAA AC 5300-13 which definesit asa
trapezoidal shape centered on the extended runway
centerline which enhances the protection of people and
property on the ground and isideally achieved through
airport ownership of the RPZ and preferably undevel oped
and free of any objects?

Runway Object Free Area (ROFA)

Do theairport’ srunway object free areas meet the design
standards asin FAA AC 5300-13 which definesit as atwo-
dimensional ground area centered on the runway centerline
that is clear of all above ground objects unlessthe object is
for the purpose of air navigation or aircraft ground
maneuvering?

Do the airport’ s unobstructed approaches meet the airport

Unabstructed Approaches design standards as defined in FAA AC 5300-137?
Does the airport meet al security requirements per type of
Security airport such asfencing, controlled access, and lighting?

Environmental Compliance

Ability to meet regulatory requirements

Spill Prevention Control
Countermeasures (SPCC) Plan

Does the airport have a SPCC plan established which
documents how airport operations conform to prevention
guidelines under the oil pollution prevention regulation?
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Underground Storage Tank(UST)
Requirements

Doesthe airport comply with UST requirements which are
defined by USEPA as any underground piping connected to
atank that has at least 10 percent of its combined volume
underground?

Wildlife Management Plan

Does the airport have a WMP which complies with
guidelines prepared by the US Fish and Wildlife Service
including, but not limited to, controlling access by wildlifeto
aircraft movement areas and operations areas?

Storm Water Pollution Prevention
Plan (SWPPP)

Does the airport have a SWPPP and accompanied signed
certificate that worksto improve water quality by
eliminating the threat of potential contaminates from coming
in contact with storm water?

Underground Injection Control (UIC)
Requirements

Doesthe airport use Class Five Underground Injection
Control wells to dischargeindustrid wastewater that meets
State requirements during installation and operation and
prevents the ground and water from being contaminated?

Hazardous M aterial s Requirements

Does the airport identify and manage hazardous wastes
properly to protect airport employees and host communities
aswdl asthe environment?

Air Quality: On Airport

Pending

Air Quality: Off Airport

Isvehicular traffic to and from the airport included in
conformity for surface transportation plans? Conformity is
determined by statewide travel demand modeling and not by
air quality testing at theindividual airports.

V egetation Management Plan (VMP)

Does the airport have aVMP which identifies the foliage
surrounding a facility and establishes a goal to create a mix
of vegetation that will naturally comply with airspace
restrictions which will decrease the need for human
intervention for maintenance?

Capacity

Ability to provide airside and landsde facilities to meet
existing and future needs

Runway System Capacity

Does the airport have operations at or bel ow 60% to 80% of
its calculated Annual Service Volume which isthe estimated
number of annual takeoffs and landings an airport can
process when thereisaways an aircraft ready to land or
depart?

Covered Aircraft Storage

Does the airport have covered aircraft storage, broadly
categorized as either T-hangars or conventional hangars, to
accommodate the demand from both based and transient
aircraft?

Auto Parking

Does the airport have adequate auto parking as determined
by evaluating the number of based aircraft, employees,
visitors, and other airport businesses such asrental cars?
Different auto parking objectives were established per
airport category.

Aircraft Parking

Does the airport have adequate aircraft parking areas for
loading and unloading passengers, short-term parking by
aircraft utilizing the airport’ s facilities, and for visiting
transient aircraft? Different aircraft parking area demands
were established per airport category.
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Terminal/Adminigtration Building

Does the airport have adequate terminal/administration
building facilities for serving peak hour
operations/passengers and providing amenities? Different
terminal/administration building objectives were established
per airport category.

Economic

Ability to support Rhode Island’ s economy and airport
financial self-sufficiency

Revenues Exceed Operating Expenses
(excl. Admin)

Does the airport produce enough operating revenue to cover
operating and maintenance costs, without including
adminidrative costs?

Revenues Exceed Operating Expenses
(incl. Admin)

Does the airport produce enough operating revenues to cover
operating and maintenance costs, including administrative
costs?

Capable of Supporting Business Jets

Does the airport have the ability to support business aircraft
by providing corporate aircraft ground services and
amenities?

Does the airport provide either an enhanced or basic FBO

FBO | service depending on the type of airport?
Does the airport provide Jet-A and/or 100LL fuel depending
Fuel | on thetype of airport?
Does the airport provide some type of food service ranging
from vending machines to arestaurant depending on the type
Food Service/Restaurant | of airport?

Compatibility

Ability to operate compatibly with surrounding environs

Noise Contour

Does the airport have noise contour maps developed from an
Integrated Noise Modd that identify those areas beyond
airport property that may be subjected to adverse impacts
from airport operations, particularly if the areas are subjected
to noise a or above the 65 DNL?

Local Comprehensive Plan

Istheairport included in thelocally based comprehensive
planning efforts in order for the airport to be protected and
expanded, if needed?

Airport Influence Areas

Does the airport have Airport Influence Aress, defined as
land use controlsthat limit incompatible land uses, which
will ensure safety, security, comfort, and viability of all
those involved and protect the opportunity for future
enhancements of the airport system?

Height Zoning ( FAR Part 77
Surfaces)

Has the airport identified their specific Part 77 Surfaces and
has the airport worked with local municipalities to enact
appropriate land use controls or zoning to limit the height of
objects within the Part 77?

Current Master Plan or ALP

Does the airport have a current master plan and airport
layout plan that is representative of all recent changing
demands, conditions, or standards? Master plansand ALPs
are considered current if they have been prepared within the
past 5 years.

Figure 640.04(01) provides an overview of the existing and future performance of each airport and
the system overall. It provides a basic “meets objective” or “doesn’t meet objective’ assessment.
For a comprehensive discussion (over 140 pages) on the goals, benchmarks and of how each
airport and system overall was assessed it can be found in the reference document, RI/ASP dated
December 2004, Section 640.07, (page 07-1 to 07-78), Section 640.08 (page 08-1 to 08-36) and

Section 640.09, (page 09 to 0-26).
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Figure 640-04(1) Existing and Future Performance of the Rhode Island Airports and System

EXISTING CONDITIONS FUTURE CONDITIONS

Benchmarks

Performance Measures i By System i By System

Ground Accessibility

Access Road Functionally Classified
Auto Parking

Scheduled Transit Service

On-site Ground Transportation

NA

Air Accessibility

Precision Approach

Non-precision approach

On-site weather reporting capabilities
Primary Runway Length

Crosswind Runway Length

Y Y Y EXXYX)
eoo0e0 |02
Y Y Y R X
°®
Y Y Y XY XYX)

feoo®
X X X

FAA Airport Standards

Airport Reference Code

Runway / Taxiway Separation

"Good" Pavement Condition

Runway Safety Area (RSA)

Primary Surfaces

Runway Protection Zone (undeveloped or airport land)
Runway Objective Free Area (ROFA)

Unobstructed Approaches

Security

® o000 |0 o000 |00 o
)

(Y

® o0 |0 002

'Yyl

'YYXX)

ooo0 |0 00%

XXX EIXXX)

e o

'Yrrl

oo o |eooe

X

Environmental Compliance

Spill Prevention Control Countermeasures (SPCC) Plan
Underground Storage Tank(UST) Requirements
Wildlife Management Plan

Stormwater Pollution Prevention Plan (SWPPP)
Underground Injection Control (UIC) Requirements
Hazardous Materials Requirements

Air Quality: On Airport

Air Quality: Off Airport

Vegetation Management Plan

bl
m
ozZ000000

o)
eie00000
nel

(I X X X X X J
=

Airport Capacity

Runway System Capacity
Hangar Aircraft Storage /1
Aircraft Apron /1
Terminal/Administration Building

o |0 000000
o |e0e ecoeoe
o |e0 eceeee

)
)
)

oo © o 000000

Economic
Revenues Exceed Operating Expenses (excl. Admin)
Revenues Exceed Operating Expenses (incl. Admin)
Capable of Supporting and Promoting Aviation Activity:
Maintenance Services (FBO)|
Fuel Services|
Food Services

Compatibility Planning

Integrated Noise Model Mapping

Local Comprehensive Plan

Airport Influence Areas

Height Zoning ( FAR Part 77 Surfaces)
Current Master Plan or ALP

oo
°

oo o2
°

(X

(X

°

o o

oo

°

eocoe (0o oo |0

(XYY ¥4

[ X X X ¥

(XYY ¥4

[ X X X ¥

(XYY ¥

eoee:

LT Y ¥

eeoeog |o

Notes:

1. There are projects currently in the RIAC Capital Improvement Plan (CIP) or under construction that address airport and system performance identified above
as “Does Not Meet Objective” under Existing Conditions but will or may result in “Meets Objective” under Future Conditions .

2. Thereis an EIS in progress to evaluate the environmental impacts of the Airport Layout Plan — “Airfield Development Plan” at T.F. Green that will address
development to “Meets Objective” under Future Conditions .

3. There is an airport master plan being conducted at the Newport State Airport that will evaluate the airport “Does Not Meet Objectives” items.

4. Certain FAA Airport Standards not achievable because of physical or environmental limitations can be resolved by a special evaluation and documentation
requiring FAA approval. In those cases it will be judged under Future Conditions as “Meets Objective”.

5. Although there are revenue short falls at individual airports, the system overall was considered “Meeting Objective”. As a system of airports, under one
sponsorship, RIAC, FAA allows redistribution of revenue within the system.

6. The performance assessment outlined in this plan was used to develop a set of recommendations in Chapter 640.06 Implementation Plan. Please note that
not every deficiency translates directly to a recommendation in the Implementation Plan.
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